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An index to the \10th volume of THE RAILWAY GAZETTE, 
covering the issues from January 2 to June 19, 1959, has been 
prepared, and is now available free of charge on application 
to the publisher. 


B.T.C. Workshops Policy 


AST week, we examined editorially the workshop policy of 


the British Transport Commission from the point of 


view of the Commission and its employees. There is another 
side of the question—that of the private builders, past providers 
of much of the railways as they are today, and present vital 
factors in our export trade. Because the country cannot survive 
without exporting, the interests of private industry are identical 
with those of the rest of the nation. A heavy responsibility lies 
on the Commission and on the Minister of Transport to treat 
the matter of workshop policy as a national interest. If the 
whole of the building for the modernisation plan went into 
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the hands of the railway workshops, the private builder would 
be eliminated from British railway work. The Minister, as a 
member of the Government, must have cognisance of the 
contribution which the locomotive and carriage and wagon 
industries can and should make in the national export trade. 
The Commission itself cannot be oblivious of the fact that 
much of its progress depends on the country’s export business. 
For that reason it should be, and no doubt is, aware of the 
need to give a reasonable measure of support to the railway 
engineering supplies industries. These not only can help to 
forward the modernisation plan but, in doing so, can strengthen 
their own positions in export markets. 


The Late Mr. Frank Grundy 


T° British railwaymen of every rank, Mr. Frank Grundy, 
whose death occurred last Friday, was more than just 
the Chief Traffic Officer of British Railways Central Staff. 
Already with 23 years of railway experience when he became 
Goods Agent at Accrington in 1938, he set the pattern at that 
time for his subsequent work, which included hia office on 
the London Midland, North Eastern, and Western Regions 
before appointment to the Central Staff. Throughout his 
long career, Mr. Grundy consciously aimed for and main- 
tained the closest possible link with the man on the job. His 
interest was personal and sincere: he would go out of his way 
o “ have a word ”’ with colleagues from the lowest as well as 
from the highest ranks even when he was off-duty. He was 
equally at home with his friends in a pub as in a large hotel, 
where the rank of the railwaymen made little difference to the 
extent of his hospitality. It is difficult to assess the influence 
for good of such a man—it is sufficient to comment that his 
sort is rarely encountered, and even more rarely matched. 


Passenger Fare Increases 


T= number and variety of cheap day and period return 

tickets issued by British Railways are so great that the 
only fare which can be compared in contrasting present and 
past levels of passenger fares is the ordinary single. In a 
letter in our November 20 issue a correspondent remarked 
that a comparison between the ordinary return (double the 
single) fare of today with the pre-war monthly return (single 
fare and one-third) would present a more faithful picture 
than would a contrast between the present and pre-war ordinary 
singles. The second class single fare today is 2}d. a mile 
(and less than that for distances over 200 miles), against 
14d. third class in 1939. In August, 1959, the last month for 
which particulars are available, only 29-6 per cent of journeys 
originating on British Railways were made on full fares, which 
accounted for only 53-1 per cent of passenger traffic receipts. 
Many of the full-fare journeys were on single tickets. To 
compare the present ordinary return with the pre-war monthly 
ticket would not give a more accurate picture. The British 
Transport Commission has not taken advantage of the 
authority accorded by the Transport Tribunal to increase 
the ordinary second class fare to 3d. a mile—which would be 
only twice the pre-war figure, a relatively small rise compared 
with the prices of many other commodities. 


Improvement in East African Railways Finances 


HE draft estimates of revenue and expenditure for 1959 
and 1960 of the East African Railways & Harbours 
give cause for limited optimism. The year to date has brought 
a modest improvement to the Administration’s finances, and 
if the present trends continue to the end of the year it should 
be possible to wipe out the deficit of £217,357 brought forward 
from 1958 and make a modest contribution to the Railways 
Betterment Fund. Provision has also been made in the esti- 
mates for part repayment to the Uganda Government of 
accumulated losses on the working of the Western Uganda 
Extension, which since 1958 has made a profit. During the 
first seven months of 1959 railway earnings were £11,426,846 
compared with £10,879,072 during the same period of 1958. 
Working expenditure was £9,324,311 compared with £9,495,510 
a reduction of £171,199. Apart from oil fuel, the price of 
which has fallen by 10 per cent, prices of goods purchased 
have remained reasonably stable and increases in the payments 
to staff have been offset by a reduction in numbers. The im- 
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provement in earnings has come principally from a higher 
volume of agricultural products for export, indicative of the 
continuéd expansion of internal production. Earning from 
passengers fell by £34,177 in the first seven months, but it 
appears that this fall has been arrested. 


The ‘‘ First Fifty ”’ 


JULSEWHERE in this issue we refer to the coming-of-age 
dinner held by the “ First Fifty’ Association of the 
School of Transport at Derby. This association, as its name 
implies, is made up of those who attended the first course held 
at the school from September to October, 1938. A glance at 
the list of those present at the dinner will show the measure 
of success attained by the school in its aim, which is to pro- 
vide systematic training in railway commercial and operating 
work and to fit students for positions of responsibility. At the 
risk of making an invidious selection, we may point out that 
the list includes the late Mr. F. Grundy, Chief Traffic Officer 
of the British Transport Commission; Mr. G. J. Aston, Line 
Traffic Officer (Operating), London Midland Region, British 
Railways, Mr. H. S. Turrell, Stationmaster at Euston, and 
Mr. H. A. Yates, Chief Representative in London of British 
Railways London Commercial Service (Goods & Parcels) and, 
incidentally, Secretary of the Association. Representatives of 
retired members included Mr. T. D. Slattery, General Traffic 
Manager of British & Irish Railways Inc., New York, 1944-57, 


and Mr. V. L. Ward, Stationmaster at St. Pancras from 1947 
to 1952. 


Derby School of Transport 


THE School of Transport at Derby, of which Brigadier L. 

Manton, D.S.O., O.B.E., was the first Principal, was 
opened in 1938 by the London Midland & Scottish Railway. 
During the war it became No. 2 Railway Training Centre, 
Royal Engineers, and from 1946 until 1951, its work was 
mainly concerned with the post-war rehabilitation of station- 
masters, commercial representatives, controllers, and _per- 
manent way inspectors. The school subsequently concen- 
trated on the vocational training of stationmasters, assistant 
controllers, and supervisors of the Civil Engineer’s Depart- 
ments, and considerably expanded its scope. Extensive 
training of commercial representatives was reintroduced, and 
courses for the Establishment & Staff Departments, Stores 
Departments, and for bridge examiners were initiated. These 
were subsequently transferred elsewhere. Other developments 
included courses for locomotive shedmasters, courses in diesel 
traction (for which a special wing was built and equipped), 
and the resumption on a considerable scale of courses in staff 
relations. The school was built to accommodate 50 students, 
but the number now in residence is usually about 85. Some 36 
courses are run annually, and about 700 students pass through 
the school during the course of a year. 


Train Accidents in 1958 


THE report for 1958 of the Chief Inspecting Officer of 

Railways, Brigadier C. A. Langley, published this week, 
shows a decrease in train accidents, into which 15 formal 
inquiries proved necessary, but an increase in total casualties 
arising from them. Of the 36 fatalities 18 were passengers and 
13 occupants of vehicles traversing level crossings. Human 
failure accounted for 52-5 per cent of the 1,186 train accidents. 
The public was responsible for 250 accidents, 22 of them 
collisions with road vehicles. There was an improvement in 
casualties to railway servants arising from movement accidents. 
Fatalities numbered 117 against 147 in 1957 and _ injuries 
2,096 against 1,959, making the lowest total recorded. Fatalities 
from all rail movement totalled 0-5 per million train-miles, 
against 0:7 in 1957. The report refers to the extension on 
British Railways of the standard system of automatic warning 
control (formerly called A.T.C.). It is considered that six of 
the train accidents in 1958 caused by passing signals at danger 
might have been avoided had the system been in operation. 
In one case the ground equipment was in place but the engine 
of the colliding train was not yet fitted. Brigadier Langley 
prefers the term ‘automatic warning system,’ as more 
accurately describing this ‘* valuable aid to drivers in the 
observance of signals, especially in bad weather.” 
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Much Ado About Nothing 


‘THE prominence given by the Sunday Express this week to an 

error in reserving passenger accommodation shows the 
readiness with which la, ses by British Railways are publicised, 
Mud which is thrown, sticks. Although the explanation was 
printed, many people may retain the impression that British 
Railways has been favouring individuals at the expense of 
others who have paid fares. That is not so. The Western 
Region, in accordance with authorised arrangements, labelled 
a first class compartment ‘* Reserved for Lord Morley ” in the 
5.30 p.m. express from Paddington to Plymouth, in which the 
average loading in first class normally allows this to be done 
without inconveniencing other travellers. The labels help 
passengers, some of whom may be advanced in years, to find 
their accommodation. If the demand for seats is great, the 
label is removed and other passengers allowed into the com- 
partment. On this occasion traffic was heavy, but the label 
was inadvertently left on, the compartment was occupied by 
Lord Morley alone, and two holders of first class tickets 
travelled second class rather than enter what seemed a reserved 
compartment. British Railways, like any other business, has 
every right to give a little extra help to a customer provided 
that there is no unfair treatment of others, and the value of 
traffic is too well known for managements to countenance any 
practice likely to alienate railway users. 


L.M. Region Main-Line Electrification 


T° reduce first costs and facilitate completion in time, the 
works associated with electrification at 25 kV., 50 cycles, 
of the London to Birmingham, Crewe, and Liverpool lines 
of British Railways, London Midland Region, are to be 
simpler than what have been and are being carried out on the 
Crewe-Manchester line, the first section to be electrified. 
This was stated by Mr. E. W. Arkle, Director of Traffic 
Services of the Region, in his recent paper to the East Midlands 
Section of the Institute of Transport. The decision is based 
on experience gained between Crewe and Manchester. Track 
layout alterations are being kept to a minimum, and whole- 
sale modernisation of signalling cut out, except at key points. 
The work, he explains, is to be carried out simultaneously 
over all the sections. These have been divided into four “ Area 
Projects,” with a Project Officer, Mr. F. L. Lambert, directing 
the whole for the General Manager, Mr. David Blee. The 
inevitable slowing-down of services south of Crewe until the 
whole electrified system is brought into use in 1964, will be 
more than compensated by the speed, regularity, and punctu- 
ality of the passenger and goods services to be introduced there- 
after. Express passenger trains will be allowed about 3 hr. from 
Euston to Liverpool and Manchester on a regular pattern. 


Cross-Country Trains 


PERATION of cross-country services has always been a 

problem. Because of the many connections to be made, 
of the difficulty of fitting the trains into the timetables of the 
several sections traversed, and sometimes of the need to attach 
or detach vehicles at junctions, it is hard to maintain punctuality. 
Traffic often is meagre, except at summer week-ends. Easy 
timings intended to ensure good timekeeping, and intermediate 
stops inserted to secure additional traffic or to improve the 
service of wayside stations, may prolong overall journey times. 
The result can be a service too slow to attract passengers 
between major traffic centres. The French National Railways 
for some years have been replacing steam-worked cross-country 
trains with diesel trains or railcars, with resultant economies 
in operating and reductions in journey times. Against this the 
loss of some through carriage facilities is a small price to pay. 
Some of the diesels include refreshment facilities. The same 
trend is apparent on British Railways. Ina letter on page 478 a 
correspondent draws attention to deficiencies in the North- 
East to South service via Banbury. No doubt the Regions 
concerned will remedy these. The number of diesel sets 
available for cross-country services, however, is still limited. 
There are many demands for diesel trains and railcars to work 
residential and other important services, and the relatively 
long turn-round time of stock used for lengthy cross-country 
journeys may not make possible, at least for some time, the 
use of working diesel sets. 
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Wagons Publicise the Consignors 


Fa rscohea on British Railways of increasing numbers 
of merchandise wagons bearing the names of the manu- 
facturers of the product they convey is a welcome sign. It 
shows that consignors intend to ren.ain regular users of the 
railway, and that they appreciate the publicity value of an 
attractively painted wagon. Tank wagons bearing manufac- 
turers’ and distributors’ names have long been commonplace. 
One argument in favour of acquisition by manufacturers of 
“C ’-licence road vehicles is the large number of people who 
see the name on the van or lorry. The same considerations 
apply probably with greater force to a wagon running in a 
goods train, which may be seen by hundreds on station plat- 
forms who would pay less attention to a vehicle passing in a 
street. Skilful planning of movement results in maximum 
use of the wagon, and any disadvantage in restriction is 
lessened as the amount of traffic consigned by the manufacturer 
increases, with a corresponding decrease in the rates charged 
to large-scale consignors. 


Track Maintenance by Oxy-acetylene Welding 


RACK maintenance on British Railways permanent way 
last year included oxy-acetylene welded repairs to nearly 
24,000 crossings and more than 1,000 switches. Almost 40,000 
traction bonds on electrified lines received attention at the 
same time. In completing ihis programme 6,000,000 cu. ft. of 
oxygen, nearly 7,000,000 cu. ft. of dissolved acetylene, and 
about 40 tons of welding rod were used. Since the adoption 
in 1936 of oxy-acetylene welding for depositing metal over 
worn and damaged parts of wing rails and the points of 
crossings, 17,000 switches and 364,000 crossings have received 
this form of maintenance. Whenever practicable the deposit 
is hammer-forged while hot to conform to the contour of the 
rail. Most operators learn oxy-acetylene welding processes by 
attending a four-week course at the Cricklewood welding school 
of British Oxygen Gases Limited, or at a welding school in the 
trainee’s local district. They then spend a probationary period 
of three months in repairing crossings on sidings or on 
secondary roads. In electrified railway areas welders receive 
additional instruction in the welding of copper traction bonds 
to maintain electrical efficiency by eliminating corrosion and 
loss of contact through vibration. 


Civil Engineering Maintenance Work 


MEECHANISATION of railway civil engineering mainten- 
ance work is the main theme of a comprehensive 
paper by Mr. Arthur Dean, Chief Civil Engineer, British 
Railways, North Eastern Region, Mr. Peter Chalmers, his 
Permanent Way Assistant (Development), and Mr. A. C. 
Layhe, Assistant for Equipment, discussed earlier this week at 
the Institution of Civil Engineers. A great many matters are 
dealt with and points made, largely relating to practice in the 
North Eastern Region. Space allows mention of only a 
few. 

The term “‘ maintenance work ” as applied to railway civil 
engineering is taken to include the complete replacement of 
assets, besides the regular examination, protection, adjustment, 
repair, and replacement of deteriorated units. The manner in 
which this work can be carried out, the authors of the paper 
maintain, is conditioned by the requirement that it must be 
undertaken while the assets are in use, or during very short 
intervals of time between uses, or during limited periods when 
use is restricted or completely stopped. In fulfilment of statu- 
tory requirement, the whole of the railway in Great Britain 
is fenced continuously, and the width of property within the 
fences is generally no more than the fair minimum to provide 
at rail level a sufficient clearance for men to walk alongside 
the tracks. These factors have conditioned, and will continue 
to condition, the development of the mechanisation of railway 
civil engineering maintenance work, both as to its rate of 
development and as to the fields to which it has been applied 
with advantage and in substitution for traditional manual 
maintenance practices. 

Advantages which may be derived from mechanisation include 
improvement in the standard attained by the maintenance 
work without increase in cost: a reduction of the hard labour 
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demanded from men and of the risk of injury to them; a 
reduction of the extent or severity of interference with the free 
running of trains; and possible lowering of the cost of main- 
tenance while retaining the standard. The cost of the main- 
tenance and renewal of the track, with the works concerned 
with stability of the track formation, make up about 75 per cent 
of the civil engineer’s annual budget on British Railways, and 
the direct wages cost is about 50 per cent of the annual cost 
of the work on the track. It is in the application of mechanisa- 
tion in this wide field that substantial economic advantage 
has been sought. 

After a brief review of the use of mechanical equipment 
before 1940 (including track-laying equipment on the London & 
North Eastern Railway and a Southern Railway weed-killing 
train) the normal civil engineering equipment used in Britain is 
described. Most of the major work on British Railways is 
carried out by contractors who use modern earth-moving, 
soil-compacting, and other mechanical equipment and trans- 
port. Acquisition by the railways of heavy civil engineering 
equipment involving costly transport arrangements to and 
from site, it is stated, cannot be justified in relation to the scale 
of the individual works normally undertaken by their regular 
direct labour force. 

Regular ¢xamination is the basis of railway civil engineering 
maintenance work, ranging from daily examination of passen- 
ger-carrying lines to under-water examination of the piers or 
abutments of a bridge at 20-year or longer intervals. The 
Matisa track-recording self-propelling trolley unit, introduced 
during the last two years, enables reliable records of cross level, 
track curvature and track gauge to be obtained at a running 
speed of about 20 m.p.h. These records provide a basis for 
locating track defects and determining their relative urgency 
for correction. Examination of rails with manually-applied 
ultrasonic-type flaw probes was introduced in 1954. The 
steady decrease in rail failures in the N.E. Region since 1954 
can be largely attributed to the timely replacement of cracked 
rails revealed by this appliance. Several Simon hoists, con- 
sisting of an examination platform carried on a hydraulically 
operated elevating arm, and a turntable mounted on a self- 
propelling lorry-type road vehicle, have been acquired by the 
Region, primarily to facilitate the examination of structures. 
A. special rail-mounted adaptation of the principles and 
mechanism of the Simon hoist has been developed to provide 
better means of regular examination of high masonry viaducts. 
It was described in our issue of November 15, 1957. The 
primary objective in acquiring these appliances has been less to 
reduce the cost of carrying out examination, than to provide 
more effective means of ensuring b2tter knowledge of the con 
dition of track and structures. The Simon hoists are stated to 
justify themselves economically by reducing the cost of staging 
for examination. 

The time has not yet come when the organisation for 
maintenance of most medium and _heavily-trafficked lines 
can be changed from the traditional one of small gangs of local 
staff, who undertake most of the day-to-day repair work by 
manual methods during intervals between trains, within day- 
light hours on weekdays. Traffic would be brought to a 
standstill on many lines in fog and snow if permanent-way 
maintenance staff were not available to undertake hand 
signalling and snow-clearing. Re-deployment of the day-to-day 
track maintenance staff, associated with application of payment- 
by-results, has been done in the North Eastern Region by 
substantial thinning-out of local-gang strength in conjunction 
with the provision of a small section gang to each maintenance 
supervisor's section. 

When traffic must be interrupted for mechanised work on 
the track, N.E. Region policy is to concentrate equipment on 
that work so as to complete the maximum linear quantity 
and to carry out within the period of occupation as many as 
possible of the sequence of operations required. Wherever 
justifiable, work is planned on the basis of duplication of items 
of equipment, and, where one unique and costly special item 
is used, on duplication of subsidiary equipment. 

At the end of 1958, only two major equipment developments 
were being pursued in the Region. First, a prototype “on 
track ” self-propelling machine was under construction. This 
is designed to excavate track ballast from outside the ends of 
sleepers, and to screen it, and replace the clean ballast, dispos- 
ing of the dirt and fines to the rail wagon or on to the ground 
alongside, or alternatively to load the entire fouled 
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lifted ballast into trucks. Secondly, a design of a type of low- 
loading lorry with both pneumatic-tyred road wheels and steel 
flanged tyred wheels is being developed. 

With certain exceptions, deployment of major items of 
plant to their whole programme of work is retained as a 
function of Regional headquarters. Minor items are allocated 
to the five civil engineering districts in the Region. Each 
District Engineer holds an allocation of similar types of plant, 
and controls its deployment within his district. It is possible 
to pre-plan the deployment of most major items of plant up 
to a year in advance. As these co-ordinated annual works 
programmes determine the deployment of much of the major 
mechanical equipment, they also provide the basis for plan- 
ning essential maintenance and periodic overhaul. Using a 
visual charting system of recording, in which provision is 
first made for the periods during which major overhauls of 
each item will be carried out, the deployment of plant is 
charted against requests submitted by the District Engineers 
to the headquarters central plant control. These require- 
ments are recorded on coloured cards, which provide a clear 
indication of the district to which the machine is allocated. 
Details of the work to be carried out are entered on the main 
body of the card. By this means a ready basis is provided for 
office staff to control the allocation of machine operators, and 
to prepare appropriate instructions to ensure that machines 
are properly deployed. Work study is being applied to the 
overhaul and repair of mechanical equipment, with a view to 
a payment-by-results scheme being applied 

A four-year training scheme for student plant engineers 
has been organised in the N.E. Region. For the first two years 
students are attached to a District Engineer’s office, where 
they receive basic training in railway civil engineering with 
emphasis on out-door work. They must obtain qualification at 
least up to Ordinary National Certificate standard and are 
given facilities for study accordingly at technical colleges. 
Thereafter they spend a further two years’ training at Regional 
headquarters, to obtain theoretical and practical training in the 
working and operation of mechanical equipment and in the 
planning and organisation of works involving its use. During 
this period, practical training is given in the Regional repair 
workshop, and students attend instruction courses provided 
by the manufacturers of the various types of equipment used, 
and courses relating to unique types of equipment. Plant- 
maintenance apprentices are accepted and trained within a 
five-year training scheme. After as little as a year’s training 
from leaving school, young apprentices are capable of carrying 
out overhauls on small items of equipment, under general 
supervision only. Workshop staff receive training on various 
specialised types of equipment on which they are required to 
work. They attend courses organised by equipment manufac- 
turers. Operators are now trained to work all types of major 
equipment. 


Rapid-transit Railways 


LANNING authorities in North America are being forced 
by threatened chaos at street level in the great cities to fall 
back more and more upon “ rail rapid transit ’’ to solve the 
problem of moving workers to and from the centres of those 
cities, Rail rapid transit may be underground, at ground 
level or elevated, including mono-rail. Existing railways above 
or underground are inadequate in mileage and equipment to 
carry the ever-growing urban passenger traffic. It is realised 
that only fast and frequent electric services, combining the 
characteristics of main-line suburban and urban underground 
or elevated railways, can keep traffic off the streets and move 
the public to and from work quickly and conveniently. 

In and around New York the most serious problem is to 
carry business traffic from the outer suburbs of New Jersey 
to and across the Hudson River to various parts of Man- 
hattan. There are already nine suburban lines terminating on 
or near the New Jersey bank of the Hudson, whence ferry, bus, 
ferry-and-bus, or underground railway (“* subway ”) have to 
be taken to the business areas. This unsatisfactory procedure 
throws an inordinate pressure of traffic on the streets of 
Manhattan. It is also threatening several of the New Jersey 
suburban railways with bankruptcy. A proposed solution is to 
construct a loop extension of the Broadway tube system, 
crossing and recrossing under the Hudson and tapping the 


November 27, 1959 


various suburban terminals in New Jersey, to form a complete 
“ circle line.” Traffic from at least some of the suburban lines 
would pass via interchange or junctions with the circle line 
directly into the centre of Manhattan. The whole proposal 
was explained in an editorial on page 644, and an article with 
map on page 650 of our issue of December 6, 1957. 

In San Francisco the local authorities have a two-stage 
plan of transport development. In the first stage is included the 
construction of 123 route-miles of railway at a cost of over 
£250,000,000; of this construction 31 miles will be surface line, 
21 miles underground and 71 miles elevated railway. A 3}-mile 
tube under the Bay to connect Oakland with San Francisco 
is included in this part of the programme. The second stage 
involves further rail extensions to the outer suburbs, 42 miles 
in aggregate route-length and estimated to cost about 
£40,000,000. The second stage would end in 1970, but another 
225 miles of new line are planned for the period 1970-90. 

The Chicago Transit Authority proposes to expand the 163 
route-miles of rapid-transit lines now serving the city and its 28 
suburbs to 210 miles in the next 20 years, the extensions to be 
north-west, west, and southwards from the city. The 
Washington, D.C., programme includes 33 miles of new 
double-track lines radiating in four directions from the city 
centre, three of the routes terminating near the Circumferential 
Highway some 10 miles out. 

In Boston the Metropolitan Transit Authority has 73} 
route-miles of rapid-transit railway including 93 miles taken 
over from the Boston & Albany Railroad and converted to 
rapid-transit conditions. An underground line under Stuart 
Street is also projected at a cost of about £7,500,000, and it is 
proposed to convert more old railways into rapid-transit lines. 
Cleveland now has 15 miles of rapid-transit railway, and a 
14-mile loop in the business area of the city is being con- 
sidered as well as a further 30 miles of radiating rapid-transit 
lines largely following existing railways. 

In Canada the success of the five-year-old Toronto under- 
ground system is encouraging its extension by two miles and 
also another eight miles of line at right-angles to the existing 
route. In Winnipeg a 23-route-mile underground or partly- 
underground system is proposed to be construcetd in nine 
stages. 

Detroit, Seattle and New Orleans are or have been consider- 
ing mono-rail transit, but the former has now rejected the 
grandiose mono-rail network proposed in 1958. In conclusion 
it is fitting that reference be made to the very rapid expansion 
of the Tokyo underground system described in our October 10, 
1958, issue. In that city a large mileage of new line is proposed, 
and fresh sections of line are being completed at frequent 
intervals. In London the combination of London Transport 
tube and District and Metropolitan Lines, and British Railways 
suburban surface services, though still inadequate, is 
unequalled. With its first section of suburban line to be 
electrified into and under the heart of the city, Glasgow also 
will next year enter the rapid-transit lists on favourable terms. 

Underground lines have been opened recently, or are under 
construction or planned, in several cities on the Continent of 
Europe. In Asia and Africa, urban underground systems are 
projected in several places, including Bombay and Calcutta. 
The future of the rapid-transit railway thus seems to be assured 
in big cities the world over. 


Diamond Jubilee of the Railway Club 


WyHEN a band of amateur railway enthusiasts foregathered 
in Birmingham towards the end of last century, few 
could have foreseen that this was the birth of a movement 
which has spread to many countries, and has had a widespread 
effect on the railways of the world. In early years railways 
attracted attention as an engineering wonder, but a period 
followed in which they fell generally into ill repute, partly 
as a result of financial scandals, and also because it was felt 
that service was often indifferent by reason of virtual monopoly. 
The Race to Edinburgh in 1888 ushered in a new era of intelli- 
gent and informed public interest in railway achievement, 
and a decade later this was of a size and permanence to bring 
into being The Railway Magazine in 1897 and the Railway 
Club (the oldest of the railway enthusiast organisations) in 
1899. Throughout the present year, the Club has arranged 
a special programme of lectures and visits to mark its Diamond 
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Jubilee, culminating in the dinner to be held on November 28 
with Sir John Elliot as the principal guest. 

The Railway Club was founded to provide a means of inter- 
course between persons intelligently interested in railway 
affairs, professionally or otherwise, and to bring together all 
those whose especial hobby was railways. The club was 
intended also to act as an educational medium, and it was 
hoped would prove a valuable training ground for railway 
officers. Ten years after its formation, The Railway Gazette 
of January 14, 1910, said of the club: “ It is a body to which 
there exists no parallel outside England. There seems to be 
no adequate explanation for the special interest taken in railway 
matters in this country, but it is undoubtedly a healthy sign. 
Interest of this nature removes much of that ignorance con- 
cerning railway operation which underlies almost all adverse 
criticism of railways.” The exclusiveness no longer applies, 
for, between the wars, similar informed public interest spread 
to many countries, and is now represented by numerous 
societies. Nevertheless, after 60 years of life, the pioneer 
occupies a position which is probably of greater stability than 
at any previous time in its career. It is held widely in high 
regard both in official railway circles and by other institutions. 
Since 1905 it has had permanent club rooms, and its compre- 
hensive library is widely recognised as being among the finest 
collections of well-selected literature relating to the history 
and development of British railways. 


Malayan Railway 


Tt report for 1957 of the Malayan Railway Administration 
a copy of which has been sent us by the Chairman & 
General Manager, Mr. G. M. Wheat, is a well-produced 
document containing much statistical information in tables 
and graphs. Late publication is due to delays in printing. 
The report bears the signature of Mr. C. G. Harrison, who 
retired as Chairman & General Manager in 1958. 

The financial results for the whole undertaking for the year 
1957 were:— 








Revenue 
Rail, port, ferry and other services be i 75,931,736 
Expenditure 
Recurrent — sai “a ue ~ = — 67,062,441 
Special expenditure, maintenance - _ - a we 1,024,212 
Renewals provision ‘ ‘“ ie ‘ike ms sae 7,154,347 
75,241,000 
Net Revenue Account 
690,736 
Receipts s ; : _ in ie - 1,877,672 
Expenditure 
Loan service... ; ‘is hes shi ane 2,383,760 
Capital works ‘ sie vie si ex 1,053,470 
Salary, etc., adjustments ons ae a én = 115,858 
Sundry items ... ; ree nn She xen nia 57,556 
dr. 1,732,972 
dr. 1,042,236 
_— Appropriation 

Net transfer from betterment and development reserves to meet 
part deficit, and fire insurance reserve, Port Swettenham ae 651,084 
Net deficit carried forward to 1958 Railway-Account dr. 391,152 


The operating revenue for the year for the whole under- 
taking at $75-9 million compared with $75 million for 1956. 
This increase was substantially lower than what had been 
expected and was insufficient to meet adequately the continued 
rise in costs. Recurrent operating expenditure rose by 
$5-7 million. 

In the latter part of the year all services began to be affected 
by the fall in export prices of tin and rubber by restrictions 
in credit, and by the consequent reduction in the volume of 
public and private spending and the general recession in trade. 
The Malayan Railway, the report points out, relies on general 
merchandise for the bulk of its traffic. Its business is particu- 
larly susceptible to fluctuations in trade and general credit 
facilities. It became evident towards the end of the year that, 
as with many other railways, particularly those in the U.S.A.., 
effect on railway business was becoming more serious with a 
recession which tended to deepen. It was necessary to intro- 
duce measures for the reduction of expenditure on maintenance 
and on special services works. In the new year the availability 
of capital was restricted, requiring severe curtailment of the 
modernisation and development programme. The effect of 
the recession in trade was felt more severely in the rail services 
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than at Port Swettenham. The tonnage of goods carried by 
rail fell by 3-6 per cent compared with an increase of 10 per cent 
in the previous year. The tonnage passing through Port 
Swettenham continued to rise at the rate of 3-5 per cent com- 
pared with 7 per cent in 1956. 

The number of passengers carried was 7,643,207, resulting in 
revenue of $20,526,606; both these figures represented increases 
over the previous year. During the year first class passengers 
declined in number, but the consequent fall in revenue was 
more than compensated by increases in the second and third 
class traffic. Revenue from parcels by passenger train at 
$4,325,582 was 2:3 per cent less than in the previous year. 
Goods traffic was less than in 1956, mainly because of the 
falling off in trade in the latter part of the year. Tonnage 
conveyed at 2,369,905 represented a decrease of 3-6 per cent 
compared with 1956, and the revenue at $35,692,830 was 
1-9 per cent lower than for the previous year. 

The English Electric 1,500-h.p. main-line diesel-electric 
locomotives introduced during the latter part of the year 
immediately began to effect economies by hauling heavier 
trains at a lower cost per mile. Workshop expenses were also 
reduced. 

The railway administration was responsible throughout 
1957 for operating the Federation Air Services. These were 
handed over to Malayan Airways on March 1, 1958, on the re- 
constitution of the latter company. By reorganisation of the 
services during the year the percentage of seat-miles sold rose 
from 43 to 46, the highest figure achieved under Malayan 
Railway management. At Port Swettenham preliminary 
work by Malayan Railway civil engineers began on three deep- 
water berths in the North Klang Straits. 


Trends of September Freight Traffic 
(By a correspondent) 


N the tenth four-week period of the year to October 4, the 
outcome of freight train operations on British Railways 
was anomalous. While originating traffic of 18,092,000 tons 
was 646,000 tons, or 3-7 per cent, more than in 1958, freight 
revenue of £19,368,000 was less by £312,000, or 1-5 per cent. 
Merchandise and livestock accounted for 3,074,000 tons, an 
increase of 277,000 tons, or 10 per cent, but receipts were 
£1,000 down though the average haul was longer. There 
was a 12 per cent rise in mineral forwardings and receipts 
advanced proportionately. Coal and coke carryings were 
down 88,000 tons, or 0-8 per cent, to 10,332,000 tons, which 
produced £692,000, or 8 per cent, less revenue. 

To handle the larger tonnage the railways worked 1,353 
million ton-miles, a reduction of 4 million, or 0-3 per cent. 
Merchandise ton-miles were up 32 million, or 8 per cent, 
and mineral ton-miles 28 million, nearly 9 per cent. These 
increases were swamped by a fall in coal ton-miles of 64 million, 
almost 10 per cent. The average haul of coal and coke is 
2 miles shorter this year. In 40 weeks to October 4 the rail- 
ways lost the carriage of 8,589,000 tons of coal and worked 
842 million fewer coal ton-miles than a year ago. The resultant 
drop in receipts was £11,379,000, or 12 per cent. 

Apart from the recession in coal mining, industrial output 
was at a high level in September. In particular there was a 
sudden rise in the production of iron and steel, which benefited 
the railways. Too much stress, however, should not be laid 
on the increases in merchandise and mineral traffic over the 
lean year 1958. Compared with the tenth period, of the busy 
year 1953, the railways lost one-fifth of their freight business. 
They carried 894,000 fewer tons of merchandise, 769,000 fewer 
tons of minerals, and 3,118,000 fewer tons of coal. 

Our railways have a long struggle ahead before they recover 
their former status as freight carriers. Perhaps more attention 
should be paid to the movement of heavy traffic forwarded 
in large lots over long distances. At a time when traffic 
density was low and weather to the end of October favoured 
railway working, it is surprising to hear that transits of such 
consignments were sometimes very slow. A large tonnage 
of iron and steel, which used to be put on rail, is now passing 
by road and more of this traffic may be diverted if the railways 
fail to give a satisfactory service especially in the Midlands. 
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LETTERS TO THE EDITOR 


(From our Correspondents) 


Passenger Fares 


November 20 

Sir,—Could I assure Mr. Bagshawe, whose letter was 
published in your November 20 issue, that no lack of candour 
was intended in the statement I made on passenger fares? In 
the context in which it was used it merely set out to show that 
railway passenger fares have increased to a considerably lesser 
extent than average income. 

On the basis of the Ministry of Labour index, wages in- 
creased in the 30 years 1928-58 by 325 per cent. Any com- 
parison one cares to make of railway fares will not produce 
a result anywhere near this. 

In general a lesser proportion of income is spent today on 
rail transport for like service and to this extent passenger 
rail travel today pro rata is cheaper than it was before the war, 
and it is not only for like service. In many cases the standard 
of service is much improved. 

Yours faithfully, 


T. A. GERMAINE, 
os : Public Relations Assistant 
British Railways, Eastern Region, 


Liverpool Street Station, E.C.2 


Closure of Branches and Stations 


November 19 

Sir,—Those engaged on research into railway history know 
of the inconsistencies as to the dates of closing lines and 
stations. For example, if a station was last served by a train on 
Saturday May 7, 1938, the date of closure might be given as 
May 7, May 8, or if there was normally no Sunday service at 
this station, May 9. The term “ on and from ”’ is often used in 
announcements about closures, but its meaning is not always 
clear. It would help historians if a standard practice were 
adopted. The most useful date to give is the last full day of 
train service. There are cases where the last train ran after 
midnight, and confusion sometimes arises when a line or 
station is finally closed on a Sunday. 

It would help also if announcements were to give the actual 
date of closing and not merely state ‘“ with the introduction 
of the winter service,” and so on. Sometimes, after it has 
been announced that a closure will take place on a certain date, 
the closure is postponed, but this is not recorded. 

Yours faithfully, 
A. A. JACKSON 
The Rectory, Fairfield Grove, S.E.7 

[Our practice is to state the first day on which the station or 

line is closed.—Epb., R.G.} 


Cross-Country Diesel Services 


November 18 

Sir,—The diesel train from York terminates at Banbury, 
where it is due at 2.31 p.m., 46 min. after the departure of the 
Birkenhead to Bournemouth train. Through passengers from 
the York train are stranded at Banbury, as the next “* con- 
nection’ to the South is the 3.25 p.m. local train to Oxford. 
Northbound, the diesel train leaves Banbury for York at 
3.12 p.m., nearly 2 hr. after arrival of the Bournemouth- 
Birkenhead train at 1.19 p.m. The official reason for the cur- 
tailment of the service at Banbury is that “* the user of the train 
between Banbury and Bournemouth is insufficient to justify 
the continuance of the through working.” 

The object of these trains is a convenient through journey, 
avoiding London, between the North-East, the Midlands, and 
the South. This was proved by personal observation. On 
October 24, 211 passengers were in the southbound train 
when it left Banbury and 190 passengers were on the north- 
bound train on arrival at Banbury. On November 7, the first 
Saturday of the curtailed working, 60 persons alighted from the 
southbound train at Banbury and of this total only about a 
dozen left the station. The rest cursed British Railways for 
stranding them. On the same day, only 54 passengers left 
Banbury by the York train. 

No doubt the receipts from this service in the Western and 


Southern Regions did not cover running costs during the 
winter ; but the economics of the whole journey should be 
considered in a through service such as this, and not on a 
strictly Regional basis. This action by British Railways has 
greatly inconvenienced the many who once used these trains 
and has ensured that the service between York and Banbury 
is now run at a loss. No doubt the whole service will be 
withdrawn next winter and suffer a similar fate to that of the 
York-Swansea through trains, which now run at summer 
week-ends only. 

The York-Bournemouth service seems an obvious choice 
for working by the “cross-country” type of multiple-unit 
diesel trains. It is a pity that British Railways did not try 
working the through service by diesel train instead of termina- 
ting it at Banbury. If the Southern and Western Regions. 
refuse to run the service during the winter, the York-Banbury 
train should be re-timed to connect at Banbury with the 
1.45 p.m. to Bournemouth. The 1.16 p.m. train from Banbury 
to Woodford Halse should be re-timed to connect at Banbury 
with the 1.19 p.m. arrival from Bournemouth. At Woodford 
there is a connection to Rugby, Leicester, Nottingham, and the 
North. 

Yours faithfully, 
D. V. CHENEY 
62, Catesby Road, Rugby 


Telephone Service in Trains 


October 28 

Sir,—Today in South Lancashire and Cheshire a motorcar 
public telephone service was inaugurated. Not long ago 
I suggested to the British Transport Commission that a train 
telephone service be tried after the success of its use in trains 
of the French National Railways, but I was informed that it 
would not be economic. 

It seems strange that it could possibly be economic in a 
motorcar and yet uneconomical in a train, where it could be 
used by more people and used more conveniently. Such a 
facility moreover may assist in attracting traffic. 

Yours faithfully, 
J. B. LATHAM 
Channings, Kettlewell Hill, Woking 


Writing on the Right Lines 


October 26 

Sir,—Some time ago Sir Ernest Gowers wrote a revealing 
book, ** Plain Words,” about the use, or abuse, of English in 
the Civil Service. Someone really ought to write a similar 
treatise on railway jargon and, most of all, ‘ officialese.”’ 

Modernisation of railway equipment is being pressed ahead. 
‘The Man on the Line” has pleaded in British Railways 
Magazine for modernised thinking. I suggest that modernised 
writing should go with it. 

In my job I see daily letters from many railway sources, 
and often wonder how much time, paper, and, perhaps, temper 
would be saved by ruthless pruning of outworn verbosity 
and officialese. I give some classic examples and the equivalents 
in plain English (in brackets): I shall be much obliged if you 
will let me know (Please tell me); I am in receipt of your 
communication (I have your letter); I shall be pleased if you 
will arrange to carry out the work at your earliest convenience 
(Please do the job as quickly as you can). 

These examples show how 16 words can do the work of 35. 
No doubt more will occur to many readers. Is it not time that 
we cut our writing to concise but polite letters? 

Using long words where short ones will do seems also to 
fascinate many. It is so much easier to “ find out and tell him 
how to use it” than to “ ascertain and advise him how to 
utilise the same.” 





Yours faithfully, 
K. J. LEE, A.M.INST.T. 
39, Lord Roberts Avenue, Leigh-on-Sea 
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Flushed 


A Derby-St. Pancras diesel train 
travelling at speed ran into a covey of 
partridges which smashed the driver’s 
windscreen. He and his mate escaped 
injury and the train was not delayed.— 
From the ** News Chronicle.” 


Go-Slow Stops the Clocks 


Working to rule at Bricklayers Arms 
Goods Depot, London, S.E., in British 
Railways, Southern Region, is reported 
to have delayed the delivery of timing 
clocks needed for the Royal Automobile 
Club’s international rally held last week, 
despite strenuous efforts by some rail- 
way employees to ensure delivery on time. 
The dispute was over bonus payments. 


Elephant Damages Diesel 

One of our main-line diesel-electric 
locomotives, on the night mail run of the 
Malayan Railway from Kuala Lumpur 
to Singapore, was involved in a collision 
with a bull elephant recently. The 
34-ton elephant came off decidedly the 
worse as the violent impact threw it about 
25 ft. into a small ravine. It was believed 
the huge beast must have been killed 
instantly, while the front of the diesel 
engine was dented in parts and the brake 
connection was damaged. The elephant, 
about 114 ft. tall and estimated to be 
30-35 years old, must have wandered on 
to the line from some rubber plantation 
by the railway track. More than 60 
years ago a monument was erected along- 
side the railway 33 miles from Teluk 
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Anson in commemoration of an elephant 
which derailed a train. The inscription 
read: ‘‘ There is buried here a wild 
elephant who, in defence of his herd, 
charged and derailed a train on the 17th 
day of September, 1894.”—From “‘ English 
Electric and Its People.” 


Loud Silence 


Text of a telegram received from a 
stationmaster in the Tabora district, 
East African Railways & Harbours: 

““. ,. Phantaphone became _ im- 
perfect working from 00.30 hr. to 
7.30 hr. date producing unheard noises. 

Communication became perfect at 
7.30 hr.” 

From the “ East African Railways & 
Harbours Magazine.” 


Money from Jam ? 


[In the London traffic jam on Novem- 
ber 19] a lunchtime passenger on an 
eastbound bus (it took 35 mins. to get 
from Bourne & Hollingsworth, Oxford 
Street, to Chancery Lane) said: “I sat 
in the front seat and watched the driver 
doing his football pools with the help 
of a newspaper. When he had finished 
he put them in an envelope and beckoned 
to his conductress. She got off the bus 
and posted them.”—From the “ Evening 
Standard.” 


B.R. Vehicle in Lord Mayor’s Show 


The chariot at the head of this year’s 
Lord Mayor’s Show, conveying Flora, 
goddess of flowers, symbolising Agricul- 
ture and Horticulture, the theme of the 





Prize Photograph of Swindon Works 





Photo} 


[R. D. Barrett-Lennard 


The prize-winning entry, entitled “* Power,” in the amateur photographers’ 
excursion arranged by British Railways, Western Region, to Swindon Works 
on Sunday, September 20 
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show, consisted of a flower-decked super- 
structure built on to a Morris-Scammell 
four-wheel tractor unit coupled to a 22-ft. 
drop-frame Scammell trailer. The vehi- 
cle was hired from British Railways, 
Western Region, and the float was 
decorated with flowers by Interflora in a 
British Railways warehouse at Padding- 
ton. 


** Black ’’ Locomotives ? 


When an African trade union of rail- 
way workers called a strike, its members, 
new to this sort of action, ignored their 
union’s decision and carried on with their 
work. The union leaders called in a 
witch doctor who proclaimed a curse 
on each and every locomotive. This 
was 100 per cent effective; no one went 
near a locomotive until, when the strike 
was settled, the witch doctor was called 
in again to lift the curse.—E/speth 
Huxley in “ The Reader’s Digest.” 


The End of ‘‘ Featherbedding ”’ ? 


The railroad industry with one voice 
has made it clear to all who will listen 
that the nation’s financially pressed rail- 
ways have reached the end of the line 
on “ featherbedding.”” They are not only 
unwilling but unable to absorb further 
punishment and financial waste through 
the ludricrous — often fantastic — prac- 
tices of featherbedding, which consists 
simply of being forced to pay workmen 
who do no work, or to pay real wages 
for imaginary jobs.—From the ** Topeka 
(Kansas) State Journal.” 


Wriggling Out of the Fare 


A British passenger in a train in 
Austria was alleged to have waved a 
live cobra at the ticket collector and 
guard when they asked for his ticket. 
He was sentenced to three months’ 
imprisonment, suspended for three years, 
for “* violence against railway officials.” 
It was stated that, holding a third class 
ticket, he had been sleeping in a second 
class compartment. The officials fled 
when he waved the cobra in one hand 
and held a knife in the other. The 
passenger said in court that he thought 
the officials wanted to examine his 
luggage and took out the cobra to show 
them.—From the “ Evening News.” 


Supp. 2nd Cl. 


The ideal Pullman strike, a lady 
thinks, would issue in pretty names 
for second class cars as well. 

Adeline, Corisande, Yvette, 

Lovely in smiles or tears 
These are the beauties Pullman met 

And loved in boyhood years; 

Passio brevis, longa ars, 
Their names live on his first class cars. 
Broker ! My snoring Plutus-spawn, 

By odd lusts ruled and guided, 

What do you know of Love’s shy dawn 

As Pullman, once, and I did ? 

Why, here beside me on this train 
Ride Maeve, Fand, and Aglavaine.— 


Peter Simple, in “The Daily Telegraph.” 
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OVERSEAS RAILWAY AFFAIRS 


SOUTH AFRICA 


Concessions for Long Week-Ends 


To cater for holidaymakers during the 
coming Christmas and New Year week- 
ends, the South African Railways will 
extend the availability of week-end con- 
cession tickets. Passengers will be able 
to start their journeys as early as 3 p.m. 
on December 24 (or earlier if the last 
train for the day leaves before 3 p.m.) 
and must complete their return journeys 
by midnight on December 28, 1959. 

For the New Year holiday, passengers 
can start their journeys from 5 p.m. 
(or earlier if the last train for day leaves 
before 5 p.m.) on December 31, and must 
complete their return journeys by mid- 
night on January 4. Holders of ordinary 
short distance return tickets, between 
points up to 25 miles apart, issued on 
December 24 or 31, will be allowed to 
complete their return journeys by mid- 
night on December 28, and January 4, 
respectively. 


INDIA 


Incentive Scheme in Workshops 


Proposals for introducing an incentive 
scheme to increase productivity in railway 
workshops and allied railway organisa- 
tions were discussed between the Railway 
Board and the National Federation of 
Indian Railwaymen at a recent meeting 
held in New Delhi. The Federation’s 
delegation was led by its President, 
Mr. S. R. Vasavada. After discussing the 
scheme in detail the underlying principles 
were agreed to. It was agreed that no 
worker would be retrenched as a result 
of the working of the scheme; an equit- 


(From our correspondents) 


able share of gains resulting from higher 
production would be received by the 
workers as incentive bonus and care 
would be taken to see that workers do 
not overstrain themselves to get increased 
earnings. 

A similar scheme is successfully work- 
ing at Chittaranjan Locomotive Works, 
where workers have for sometime past 
been earning bonus over their basic 
emoluments for raising productivity 
higher. A delegation of the Federation 
will visit the Chittaranjan Works to see 
the working of the scheme. 


PAKISTAN 


Bridge Construction Programme 


Besides the construction of the Rohri 
Arch Bridge over the River Indus just 
downstream from the Lansdowne Bridge 
a contract for which has been placed 
with Dorman Long & Co. Ltd., in 
association with Gammons (Pakistan) 
Limited, several other major bridge 
constructions are included in the Second 
Five-Year Plan starting from 1960-61. 

A new bridge of 72 60-ft. plate girder 
spans is to be built on the Taunsa 
Barrage across the Indus about 20 miles 
above Ghazi Ghat. This will complete a 
new rail link between the Jacobabad- 
Kashmor line, already converted from 
2-ft. 6-in. to 5-ft. 6-in. gauge, and Kot 
Adu on the Shershah-Kundian- 
Campbellpur route to Rawalpindi and 
the north west. Reconstruction of the 
Shershah Bridge, 17 through-type spans 
of 200 ft., carrying a railway and a road 
on the same deck, over the Chenab is 
also planned. This will bring the strength 
of the new link with Multan up to 








Freight Haulage in China 





Goods train crossing a bridge on the Yingtan-Amoy Railway, the first trunk 
line in the coastal province of Fukien 


“ML” loading. The new Shershah 
Bridge will be a double-deck structure 
carrying a class “‘ 70°’ road on the top and 
a single line of railway at the level of 
the bottom chords. 

On the Sibi-Khost section (all that 
remains of the old Sind Peshin railway 
which before 1942 traversed the famous 
Chapper Rift and gave an alternative 
route to Quetta), one of the bridges over 
the Nari river, consisting of six 150-ft. 
pony truss spans, is to be renewed. 

A new bridge of four 100-ft. spans is 
to be built between Wazirabad and the 
Alexandra Bridge on the  Lahore- 
Lalamusa main line. The line has been 
breached four times at the site of this new 
bridge in recent years. Apparently, the 
Alexandra Bridge which originally con- 
sisted of 64 130-ft. spans and has been 
successively shortened during _river- 
training and irrigation schemes down to 
its present length of 17 spans, can no 
longer, with the continual silting up of 
the river bed, pass the full flood discharge 
of the Chenab. 


ITALY 


New Signalling for Private Railway 


The 32 mile single-track electric Trento- 
Male Railway, which is privately owned, 
is being equipped with modern signalling 
by Siemens & Halske A.G., from their 
Braunschweig works, in West Germany. 
Nineteen stations are involved of which 
nine are now in operation under the new 
arrangements and 10 are being equipped, 
including Male terminus. Of the latter, 
two are expected to go into service 
shortly. There is a push-button panel 
at each, operated by the train guard 
when required, as for example when 
trains cross or shunting has to be per- 
formed. The principal sets of points 
are electrically operated, with track circuit 
control and colour-light signals. The 
home signals are cleared automatically, 
if conditions are right for it, on the 
approach of a train. The equipment 
contains some 2,000 relays with 50,000 
soldéred connections. 


FRANCE 


Special Wagons for Bananas 


To ensure that bananas are carried 
under ideal conditions and with a 
regulated temperature of from 50 to 54 
deg. F., the S.N.C.F. is reconstructing, 
on a temperature control basis, about 100 
German refrigerator wagons of an early 
design. The chassis and body framework 
has been largely retained, the alterations 
carried out incorporate reinforced ends, 
a new roof framework, new interior and 
exterior panelling, and a plastic-covered 
timber floor. Cooling is by four 
ventilators with venetian shutters, and 
heating, when required, is provided by 
mobile equipment usually of the catalytic 
type. Insulation is maintained by a layer 
of cellular material in the floor and layers 
of glass wool in the walls. Each wagon 
can carry 7-8 tonnes of bananas. 
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Railway Progress in China 


Trunk-line construction, and indigenous 
locomotive and rolling stock building 


(By a correspondent) 





A 2,000-h.p. diesel-electric locomotive under construction at the Chushuyen 
Locomotive & Wagon Works, Kiangsu Province 


we the present Chinese Govern- 
ment took over nearly 10 years 
ago it inherited a railway system which 
was almost derelict after being fought 
over in some 20 years of war. Moreover 
the original system had been a very 
restricted one, mostly single track lines 
even between the most important cities 
and vast areas of the country without 
any railways at all. After some three 
years of rehabilitation, during which 
most of the old lines were got into 
running order, plans were put into 
operation to build up a railway system 
covering the whole country and capable 
of serving the interests of a modern 
industrial community. 

By the end of 1957, 18,664 miles 
(29,862 km.) of railways were in opera- 
tion throughout the country, 22 per cent 
more than in 1952, the beginning of the 
First Five Year Plan. In 1958, construc- 
tion started on 55 new railways, and 
double tracking or reconstruction was 
carried out on 29 lines. These, with 
special branch lines, accounted for a 
record total of 2,228 miles (3,564 km.) 
of rails laid, 560 miles (900 km.) of which 
were double track. Much of this construc- 
tion was through very difficult terrain, 
with miles of mountains and desert, 
and included the bridging of the Yangtze 
and Yellow Rivers. The plan for 1959, 
calls for a further 3,440 miles (5,500 km.) 
of new railways including trunk lines, 
double tracking, branch lines, and special 
lines to various industrial enterprises. 


Main Line Construction 
Survey work for many new lines is in 
progress and the route fixing and design- 
ing of the first 450-mile section of the 
Chinghai-Tibet railway, which will run 


at an average height of 13,000 ft., is 
reported to be about completed. 
Modernisation is already under way and 


A “ Friendship” type locomotive being built in the Changchun Railways 


work has started on the first electrification 
project, the difficult 57-mile Fengchow- 
Paochi section of the recently con- 
structed Chengtu-Paochi Line, in the 
southwest. At the same time key projects 
are being speeded up, the main work of 
double-tracking a 200-mile (320 km.) 
section of the main Peking-Canton trunk 
line, for example, was completed within 
four months, last year, by putting 
200,000 workers on the job. 

Despite this great development of the 
railways, and the high speed of track 
laying, last year’s big economic upsurge 
severely taxed the whole railway system. 
The output of steel, more than doubled 
at 11,000,000 tons, made big extra 
demands on the railways. Twice as much 
iron ore had to be moved, as well as 
finished steel products and large numbers 
of blowers and other equipment for the 
many small and medium sized furnaces 
opened in various parts of the country. 
Doubling of the harvest meant that in 
November, after the autumn crop, the 
railways were hauling 22,890 tons more 
foodstuffs a day than after the summer 
crop in June, which itself meant a big 
increase on the previous year. The new 
rural organisation, the people’s com- 
munes, were demanding trucks and farm 
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Minister of Railways further stated that 
in the second quarter of the year freight 
was expected to reach 130 million tons, 
with an average of 36,500 wagons loaded 
daily, calling for a reduction in turn- 
round time to 2°4 days, with a net loading 
of 40 tons per wagon, compared with 37°6 
tons in 1958, and 34°7 tons in 1957. 

Passenger trains have also shortened 
their schedules. The journey from Peking 
to Shanghai, which previously took 
express trains 36 hr. 46 min. has been 
reduced to 23 hr. 17 min., and travelling 
speed on the Peking Canton line has gone 
up from 10-20 miles (15-30 km.) to 45-55 
miles (70-90 km.) per hr. 


Locomotives and Rolling Stock 


New marshalling yards are being 
constructed in Shanghai, Lanchow, and 
other big junctions and new depots are 
also in the course of erection. Peking 
railway works is being extended to 
double its present size and 5,000 new 
workers taken on, bringing the total to 
9,000; while new shops for the construc- 
tion of locomotives and rolling stock are 
being built, or old ones extended, in many 
parts of the country. Last year the 

oa production of locomotives increased by 

3 . 6a 110 per cent, from 167 to 350, and goods 

4 ip , wagons by 51 per cent, from 7,300 to 

11,000, and cutput will be pushed up again 
(Continued on page 487) 





One of the many bridges on the Chengtu-Paochi Railway under construction 


machinery, and an unprecedented volume 
of consumer goods flowed from the 
cities to the countryside. At the same 
time the increased tempo of industrialisa- 
tion called for the transport of greater 
quantities of building materials and 
equipment, as well as raw materials and 
finished products. 

The 1959 plan calls for even bigger 
industrial and agricultural output, bring- 
ing further problems for the railways. 
During 1958 railway freight transport 
topped 320 million tons, this year a 36 
per cent increase to 520 million tons is 
expected, and steps are now being taken 
to deal with this. 

Coupled with the extension of the 
railway system there has been a continued 
increased efficiency. This has _ been 
achieved and is being pressed forward by 
the combined efforts of the administra- 
tion, technical personnel, and workers, 
involving a mass mobilisation of the 
workers and using their practical experi- 
ence to overcome problems. 








Freight Wagon Loading 

Last year the average haulage per 
locomotive went up by 12 per cent 
compared with 1957, freight tonnage 
increased by 39 per cent, and ton-mileage 
by 38 per cent. At a recent broadcast 
conference of representatives of China’s 
2,000,000 odd railway workers, called by 
the Ministry of Railways, and listened to 
by 400,000 workers in railway shops, 
depots, stations, and construction sites, 
over a nation-wide hook-up, it was 
reported that last March Chinese railway 
workers loaded an average of 34,800 
wagons daily, 2,000 more than in the 
peak month of last year, and the average 
time for turn-round of wagons was cut 
to 2°45 days compared with 2°58 days in 
the record month of 1958. The Vice- Mechanised track-laying on the Lanchow-Sinkiang Railway 











November 27, 1959 


THE RAILWAY GAZETTE 


483 


The Riding Properties of Bogie Vehicles—1 


Theoretical prediction of railcar and locomotive riding 
performance as an aid to the rationalisation of bogie design 


O much has already been said about the 
effect of oscillations on the human 
body that the following comments are 
presented with some reluctance. However, 
the question of suspension characteristics 
is an ever important subject, and refer- 
ences to “hard” or “soft” suspen- 
sions and to “ spring rates *’ abound. Yet 
what is “hard” and “soft” here, 
what is the line of demarcation, and what 
is the significance of the spring rate so 
readily proffered and obviously cherished 
by many designers? And again, what 
are the characteristics of a good or a bad 
suspension ? In fact, what is it we are 
trying to achieve as far as our designs 
are concerned, and how are we to assess 
their performance in simple terms which 
will also serve to facilitate further design 
improvement ? 

As far as the assessment of the effec- 
tiveness of the suspension is concerned, 
this should, if at all possible, be expressed 
by a single value embracing the funda- 
mental factors in a manner permitting 
ready interpretation by designers. It 
should be in the form of an index, or a 
figure of merit (or demerit), the quoting 
of which should, among other things, 
conjecture in the minds of those con- 
cerned an image of the vehicle behaviour. 
The relevant data should be recorded 
and evaluated without undue difficulty 
if use is to be made of the procedure 
for rapid and reliable performance 
assessment, and comparison — a matter 
of particular importance in connection 
with vehicle development. 

The investigations concerned can often 
be effectively limited to a relatively simple 
procedure which can provide much useful 
information. The tests considered here 
were devised to obtain information of 
direct and immediate use to designers 
frequently working against time and quite 
unable to wait for comprehensive reports. 
Apart from this, complicated equipment 
requires too many hands and too many 
man-hours for its upkeep, occasionally 
making testing so time consuming and 
expensive that it is frowned upon or 
dispensed with altogether. Use should 
be made of commercially available 
equipment as far as practicable. This 
equipment should permit ready testing 
during normal schedule runs, while an 
important point in favour of simpler 
instrumentation is also that often it 
ensures direct recording permitting an 
immediate appreciation of the results. 
This is a valuable feature as tests can be 
quickly repeated or extended if the influ- 
ence of certain factors is doubtful or 
their importance is appreciated in a new 
light. The amount of information which 
can be obtained by relatively simple 
means suggests that more attention should 
be devoted to this approach, particularly 
as not unduly expensive instruments are 
commercially available to facilitate it. 
Here the use of only one such instru- 
ment will be briefly considered, this being 


By J. L. Koffman 


a simple accelerometer and displacement 
recorder which can be used within the 
more important ranges mostly encoun- 
tered in service. 


A Representative Instrument 


The Askania Universal Vibrograph, 
Fig. 1, representative of instruments of 
this type, is based on the spring-mass 
principle. The mass 6 which weighs about 
13 lb. is supported by four leaf springs 8 
which are secured to the blocks 12. The 
spring 16 permits adjustment of the zero 
position of the stylus 29 with aid of the 





screw 20. The natural frequency of the 
instrument is determined by the springs 
8 and 16, while the displacement of the 
mass 6 is limited to about 3 in. Damping 
is by the action of the rubber bellows 5 
mounted between the mass 6 and the 
rear panel 7, the necessary damping 
being achieved by the air forced from 
the bellows through the nozzle 15. 
The recording mechanism 29-37 records 
the displacement of the mass 6 with the 
aid of a stylus 29 on wax-coated paper 10, 
the mass (housing) being coupled to the 
recording lever 31, by the rod 33. The 
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1 Housing 13 Battery 25 Supporting block 

2 Carrying strap 14 Base plate 26 Spring drive 

3 Mark recorders 15 Air nozzle 27 Supply roller 

4 Connector block for mark 16 Helical spring 28 Knurled button 
recorders 17 Winding key 29 Stylus 

5 Bellows 18 Locking bar 30 Guide 

6 Inert mass 19 Button for locking bar 31 Recording lever 

7 Rear panel 20 Knurled screw for zero line 32 Adjustment screw 

8 Leaf springs adjustment 33 Connection rod 

9 Rubber roller 21 Disc 34 Leaf spring joint 

10 Recording tape 22 Disc screw 35 Recording table 

11 Distance screws 23 Flexible control cable 36 & 37 Adjustment screws 

12 Blocks 24 Terminal block 


Fig. 1\—The Askania Universal Vibrograph is a useful instrument for exploring 
vehicle vibration patterns. It can also be used to determine acceleration and 
brake performance 
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lever magnification can be readily adjusted 
to 4 to 1, 10 to 1, or 20 to 1, the range of 
acceleration being +0-01 to 1 g.,+ 0-004 
to 0:4 g.,and + 0-002 to 0-2 g. respectively, 
while the range of displacements is 
t+ 0:05 to 5, + 0-02 to 2, and + 0:01 
to 1 mm. respectively. The spring drive 
26, which is started and stopped by the 
cable 23, drives the rubber roller 9 which 
moves the paper from the roll 27 over 
the recording plate 35 and thence out 
through a slot in the housing. The 
driving spring runs for 2 min. The rubber 
roller can be fitted on to the slow or fast 
driving shaft, the paper feed speeds being 
10 mm. per sec. and 30 mm. per sec. 
respectively. The paper tape is 50 mm. 
wide, but only 40 mm. are used for 
recording, the remaining 10 mm. being 
reserved for the time records (marked 
at 1 sec. intervals) and for an event 
marker, both being operated from a dry 
cell battery 13. The instrument can be 
used to record horizontal or vertical 
oscillations. With a natural frequency 
of about 5 cycles per sec. and a damping 
factor of about 0°5, it is suitable to record 
accelerations of up to about 5 cycles per 
sec., while displacements are recorded 
at higher frequencies, although it is, of 
course, possible to determine displace- 
ments or accelerations within either 
frequency range, assuming sinusoidal 
oscillations. The complete accelerometer 
has a size of 6 in. by 7 in. by 9 in. and 
weighs 26 lb. 


Examples of Use of Curves 


The records can be evaluated with the 
aid of the curves, Fig. 2, when considering 
accelerations recorded at frequencies 
below the natural frequency (5 cycles per 
sec.) of the instrument (frequency ratio 
r <1); and displacements at r> 1. The 
curves can also be used to determine 
accelerations for frequencies at r> 1 
and displacements at r< 1. The relevant 
procedure is illustrated below for a scale 
of 1 mm. 0:8 ft./sec.2 and 5 mm. 
0:25 mm. displacement. 


sxample 1. 

Measured frequency f = 2 
Frequency ratio r = 2/5 ‘ 
Recorded acceleration amplitude e 
6 mm. 

Dynamic magnification (Fig. 2): Ma 
‘O08. 

Actual acceleration 6 (mm.) x 0°8 (ft./ 
sec.?)/1:08 = 4-45 (ft./sec.2) = 01385 g. 

Without correction the above value will 
be increased to 4°8 ft./sec.? or 1-495 g., 
which, considering the somewhat random 
nature of vehicle records, should be quite 
adequate for the purpose of overall 
performance evaluation. 


Example 2. 


Recorded frequency f 
sec. 

Frequency ratio r = 10-5/5 = 2:1. 

Recorded displacement e = 7 mm. 

Dynamic magnification (Fig. 2) Ma= 

Actual displacement= 10-5 x 0-25/1-1 
2:38 mm. (as compared with 2°62 mm. 
without correction). 


ey] 


cycles/sec. 
0:4 


10-5 cycles/ 


ig 


Example 3. 


Recorded frequency f= 10-5 cycles/sec. 


Frequency ratio r= 10-5/5=2°1 
Recorded acceleration amplitude= 
7mm. 
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Fig. 
of the vibrograph can be corrected 


Actual acceleration b=e x ?=e(2 f)?, 
where e=2°38 mm. (Example 2). 
b=2:38 (2x 3°14 x 7)? 
= 4,600 mm./sec.” 
-15-1 ft./sec.2=0-47 g. 
Example 4. 

Recorded frequency f=2 cycles/sec. 

Frequency ratio r—2/5—0-4 

Recorded displacement e=6 mm. 

Dynamic magnification (Fig. 2) Ma 
0-185. 

Actual displacement e—6 x 0-25/0-185 

8-12 mm. 

The evaluation of oscillation records 
merits careful consideration. The results 
can be presented in the form of plots of 
predominant accelerations or frequencies, 
as a function of vehicle speed, and in 
this form would be helpful when com- 
paring the riding qualities. Such informa- 
tion would not be entirely adequate 
because the results of tests presented in 
this manner would not permit evaluation 
in terms of human reaction so important 
with footplate crews, not to mention 
passenger vehicles and _ occasionally 
management - carrying locomotives. 
Extensive work on the sensitivity of the 
human body to oscillations were carried 
out in general terms by Reiher and 
Meister (1), and investigations relating 
to aircraft conditions were pursued by 
Constant (2) and Coermann (3). Road 
vehicles were considered by Olley and 
Janeway (4) and more recently by 
Dieckmann (5), and the effect of oscilla- 
tions on railway passengers formed the 
subject of extensive investigations due to 
Sperling (6). All investigators agree that 
the human body is most sensitive to 
frequencies of about 4 to 6 cycles/sec., 
and also that the range of frequencies of 
importance on this subject does not stop 
there but extends into a range of 20 and 
30 cycles/sec. and higher. As far as rail 
vehicles are concerned, the work due to 
Sperling is the clearest and most reliable 
so far. In common with some other 
workers in this field, Sperling found that 
depending upon the frequency range, the 
human body is sensitive to acceleration 
d’y/dt?, the jerk d*y/dt* (acceleration 
per unit time) or the work done on a 
unit mass by the oscillation, i.e. yd*y/dt* 
(amplitude x acceleration). With e as 
amplitude and f the frequency, the 
maximum acceleration is given by e 
(2rf)?, the jerk by e (2xf)* and the work 





MEASURED FREQUENCY _ 
NATURAL FREQUENCY OF INSTRUMENT 


2—The results obtained at frequencies in excess of the natural frequency 


with the aid of the above curves 


done by e*(2zf)?. Sperling also found 
that the ride value of a vehicle is deter- 


mined by the relation ce*f®, i.e. the 
product of (work done) » (jerk) : 
e*(2xf)®. The sensitivity S of the human 
body is expressed as: 

S= CW f* 
and the actual i index as: 

V, = 2-7 We*fF(f) 


where V, is a ari value, e.. (cm.) 
the amplitude, f (cycles/sec.) the fre- 
quency, and F(f) a correction factor 
allowing for the effect of frequencies. 
Since the acceleration is given as b 
e(2zf)? 
r = 0896 ¥(b*/f)F(F) 

where b (cm./sec.?). 

The magnitudes of the correction factor 
are obtained for vertical oscillations from: 

F (f) = 0-325f? for 0-5 to 5-9 cycles/sec. 

F (f) = 400/f? for 5-9 to 20 cycles/sec. 

PC) = 1 for above 20 cycles/sec. 
while for lateral oscillations: 


F (f) = 0-8f? for 0-5 to 5-4 cycles/sec. 
F (f) = 650/f? for 5-4 to 26 cycles/sec. 
F(f)=1 for above 26 cycles/sec. 


The V, values are numbered from 1 to 
5, the numbers signifying: 

1 — very good 

1-5 — almost very good 


2 —good 
2:5 — almost good 
3 — satisfactory 


3-5 — just satisfactory 

4 —tolerable 

4-5 — not tolerable 

5 — dangerous in service. 

Usually vehicles do not maintain 
constant ride values even when running 
at constant speed over identical track, 
so that the final V, value is the result 
of evaluations obtained over the entire 
run in terms of ride value magnitudes and 
the number of times these were encoun- 
tered: 
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If the oscillations are composed of a 
low frequency base line resulting in 
V, and superimposed high frequency 

1 gscillations giving V, , then: 
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This method of evaluation is particu- 
larly useful as it provides an index which 
has a very definite meaning in terms of 
amplitude and acceleration or velocity 
(displacement) values, and these can be 
readily interpreted by the designer in 
terms of component action. A further 
advantage is that the magnitude of the 
index rises very slowly with speed, and 
sometimes it remains practically constant 
so that the vehicle performance can be 
indicated by a single value. And last but 
not least it is possible to calculate this 
value in advance on the basis of the vehicle 
design characteristics and certain simpli- 
fying assumptions relating to the ampli- 
tudes of excitation. The latest German 
standard coaches are stated to maintain 
values of about 2:2 to 2-4 in the vertical 
and 2:3 to 2°6 in the lateral plane, 
respectively, while values as low as 2 are 
claimed for the TEE trains. Generally 
values of 3 to 3-25 are considered as 
just acceptable for coaches as compared 
with the upper limit of 4 to 4:25 for 
wagons. 

The magnitudes of V, values corrected 
in accordance with the above data are 


0 5,;>————. 
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plotted in Fig. 3 in a form applicable for 
evaluation of the records considered 
here. The method is suitable for evalua- 
ting vehicle riding qualities in terms of 
time spent and results obtained, par- 
ticularly as the latter can be readily inter- 
preted in terms of direct use (amplitudes, 
accelerations and frequencies) to vehicle 
designers. The results considered here, 
although obtained “at random” are 
more representative of the vehicles and 
of the operating conditions, and as such 
are more suitable for general assess- 
ment than tests carried out over the same 
stretch of track at a number of speeds, 
particularly when analysed on a statistical 
basis for a great number of conditions 
typical as to track, speed and load(9). 
It should also be mentioned that road 
tests on symmetrical vehicles can be 
carried out by one man in one day, 
analysed by the same man in one week 
and the findings plotted and reported in 
about two weeks’ time. 

The tests considered here were carried 
out by placing the accelerometer on the 
cab floor, approximately in line with the 
driver’s seat, and the oscillations recorded 
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for at least 15 sec. whenever steady speeds 
were maintained on straight track. Note 
was also made of the motor or generator 
current as, particularly with axle hung 
motors, the torque can have an effect on 
the action of the primary springs. 
Generally the mean value of accelerations 
was determined by dividing the record 
into a number of magnitude ranges in 
steps of 1 to 2 mm. depending on the 
scale, counting the peaks in the various 
ranges for a given length of record and 
using this data to determine the mean 
acceleration encountered at the speed 
concerned. It might be mentioned that 
a method sometimes used elsewhere 
to determine the “most frequently 
encountered ” average value is to ascer- 
tain the magnitude of peak values which, 
over a distance of 200 metres, is reached 
or exceeded five times. This determination 
is carried out with the aid of a straight 
edge moved upwards along the record 
until it touches five peaks or its position 
comes below four peaks, just touching 
the fifth. Whilst on the straight, the 
tendency for the wheels, i.e. vehicle, is to 
run up against the right-hand rail just 
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Fig. 3—The values of ride indices plotted as a function of frequency and acceleration up to the natural frequency of the 


vibrograph. 


Above this frequency the index values are plotted in terms of frequency and displacement 
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as frequently as against the left-hand one, 
in curves the tendency is towards one- 
sided running and consequently here the 
significant average acceleration value is 
the one encountered not more than 10 
times over a distance of 200 metres. 


Masking Effects 


The determination of frequencies is 
more difficult and time consuming. 
Many records show a rather random 
pattern over most of their length and the 
natural frequency only occasionally 
appears as a clear record not masked by 
higher frequency oscillations. Here the 
previous calculation of the probable 
order of the fundamental frequencies 
will be of considerable assistance to an 
observer trained, by experience, to 
separate the fundamental frequency from 
the masking effects. The correct 
frequency analysis is particularly im- 
portant with lateral oscillations where the 
frequency of excitation is significant of 
the sinusoidal frequency of the wheelpath 
down the track. Previously purely 
theoretical considerations suggested that 
the frequency of the sinusoidal oscilla- 


tions due to a ** free *’ wheel set is given 
as: 
V vy 
- / 
fy : (cycles/sec.) 
“me rs 


and that with two axles kept strictly 
parallel to each other and at right angles 
to the track: 


IX\2 
3 / | ( . (cycles/sec.) 
2s 


while for three axles kept strictly parallel 
to each other and at right angles to the 
track: 





r 7 
f,—v/2r - (s+ —cot ) (cycles/sec.) 
Y 2 
2s l 
where sin J = (—+ [? +35?) 
+445? 2 


v (ft. per sec.) is the vehicle speed, y the 
tyre connicity (i.e. y=0-05 for 1 in 20), 
s the distance between the rolling circles 
of the wheels (for standard gauge 2s = 
4:94 ft.) and / (ft.) the bogie wheelbase (7). 

Thus on a purely theoretical basis the 
use of two parallel axles should result in 
an appreciable reduction of the lateral 
frequency, and in the case of three axles 
the gains would be somewhat less. 
However, in practice it was found that 
with conventional bogie axle guides the 
frequency did not rise directly as a 
function of speed, but at a slower rate, 
while the use of more positive guides 
did not ensure the theoretically pre- 
dictable improvements (8). These results 
related to coaches and railcars and were 
to some extent attributed to the mass 
action of the relatively heavy body. 
This trend was so far not confirmed for 
bogie locomotives with which the fre- 
quency, although rising less rapidly with 
speed than f,, was found to be directly 
proportional to speed. However, the 











THE RAILWAY GAZETTE 


data plotted in Fig.4 for bogie locomo- 
tives of conventional design suggests 
that the pattern also applies here, i.e., the 
frequency increments are reduced as the 
speed increases, whilst on the other hand 
at low speed the frequency is higher 
than the theoretical value. As far as 
design is concerned, the significance of 
this dependence is apparent when con- 
sidering ‘‘ resonance ”’ speeds of the body 
nosing on swing links as well as swaying, 
and also when considering the rotational- 










i a Sin Yc oo 
RAILCARS (3ft. WHEELS)— pe a 

| 

E16 THEORETICAL Y |__\I 
"lS T WA EXPERIMENTAL | 
3 WHEEL SET, uY RESULTS 
>, | 
> r-vocomatives | 
~ *. | 
& VA 
gos VA | 
u A 
, | 

/ 





VEHICLE SPEED, mph 


Fig. 4—The_ theoretical and ex- 
perimental values of the lateral fre- 
quency due to wheel motion 


torsional oscillations of the body, all of 
which are excited in the first instance by 
bogie hunting. 


Vehicle Body Oscillations 


The oscillations originating at the rail, 
in addition to exciting the suspension 
system also excite oscillations of the 
vehicle body, particularly if the pitching 
frequency of the bogies happens to be at 
or near the natural frequency of the 
body. It should also not be overlooked 
that the natural frequency of the track 
under the vehicle is frequently of the 
same order as the natural frequency of 
passenger vehicle bodies. These can be 
regarded as a uniform beam freely 
supported at two points; the bogie 
centres. In the case of coaches, the range 
of fundamental vertical frequencies lies 
between about 10 and 16 cycles per sec., 
although values as low as 6 cycles per sec. 
have also been encountered while with 
bogie locomotives the frequencies are 
often of the order of 8 to 12 cycles per 
sec., the actual magnitude depending 
upon the overall body length L (ft.), the 
modulus of elasticity E (t. per sq. ft.), 
the moment of inertia I (ft.*), the mass 
per unit length m (t.sec.?/ft.)/ft. and a 
factor C depending on the ratio //L, 
where / (ft.) is the length between bogie 
centres, as well as upon the arrangement 
of body support. For modern coaches 
the ratio //L varies between about 0:67 
and 0:74, and within these limits C can 
be represented by a straight line, the 
values varying between 3-12 and 2:71 
respectively. With these data it is possible 
to determine the frequency f since: 
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Fig. 5—Mean values of lateral ac- 
celeration measured in the cabs of a 
number of bogie locomotives. The 
range of higher values is significant for 
locomotives with which higher fre- 
quencies predominate 


The value of m relates to the body shell 
and underframe only, and generally is 
of the order of 0-0035 to 0-0055 (t.sec.?/ 
ft.)/ft. The range of the natural fre- 
quencies (vertical) of modern coach 
bodies is about 6 to 20 c.p.s. This data 
can be readily obtained with the aid of a 
suitable rotary unbalance oscillator, the 
power consumption of which has been 
previously ascertained over its speed 
range. The resonance frequency and 
stiffness of the structure is then obtained 
from the peaked rise of power required to 
drive the unbalance (10). The natural 
frequency of the body can also be 
gathered from the records of a vibro- 
graph placed on the floor while running 
the vehicle over wedges. 

The lateral accelerations depend upon 
vehicle speed, the actual magnitudes 
depending on the pattern of the sinusoidal 
motion, the wheel flange to rail clear- 
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Fig. 6—Mean values of vertical ac- 
celerations measured in the cabs of a 
number of bogie locomotives 
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ance, the bogie wheelbase and distance 
between bogie centres and the relation 
between the latter and the length of the 
wave pursued by the wheels or bogies(8). 
Representative mean values ascertained 
for modern bogie locomotives running 
in normal schedule service are indicated 
in Fig. 5 as determined at the floor of 
the front and rear cab. It will be noted 
that the lateral accelerations are usually 
higher at the rear end, and it should be 
mentioned that the oscillations of the 
body about the vertical axis need not 
necessarily be true nosing, i.e., rotation 
about the axis through the centre of 
gravity. In some cases the body oscillates 
about a point ahead of it. It will be 
noted that the accelerations can be 
separated into two bands, the lower 
applying to locomotives with which 
relatively low frequency oscillations were 
recorded only, while the higher band 
relates to locomotives exhibiting both 
low (0-5 to 3 cycles/sec.) and higher 
(3 to 10 cycles/sec.) frequency oscilla- 
tions. 
Vertical Accelerations 

Representative values of mean vertical 
accelerations are plotted in Fig. 6. As inthe 
case of lateral accelerations, it is possible 
to group the results into two bands, 
although here the distinction is not quite 
so pronounced. An analysis based on 
frequencies of 1 to 5 cycles per sec. only 
will here obviously give an unduly favour- 
able picture as far as the ride index is 
concerned, and full account must be 
taken of the higher frequency range. 
This point needs stressing in view of the 
frequently expressed notion that oscil- 
lations in excess of 5 cycles per sec. or 
so do not matter and should be filtered 
as far as recording is concerned. It is 
suggested that it should be more correct 
to filter in two stages -and separately 
record oscillations of up to 5 cycles per 
sec., i.e., oscillations mainly linked with 
the action of the suspension and then 
again the oscillations of higher fre- 
quencies due to body vibrations as well 
as vibrations emanating from engines, 
auxiliary equipment, etc. 

In spite of their significance, the magni- 
tudes of acceleration should not be used 
as a sole yardstick to judge vehicle 
behaviour. As indicated by the equations 
for the ride values, these depend on 
acceleration as well as upon frequency, 
and the results of record evaluations in 
these terms are plotted in Figs. 7 and 8. 
As far as vertical oscillations are con- 
cerned, the locomotives show somewhat 
similar characteristics which, in terms of 
coach standards, suggest poor riding at 
speeds in excess of about 70 m.p.h. 
The riding qualities of the locomotives 
considered here are entirely satisfactory, 
however, but in the case of coaches lower 
values should obviously be aimed at. 


Slower Speeds 

Because most vehicles run satisfactorily 
at speeds below 50 to 60 m.p.h. it is seldom 
necessary to record oscillations below 
these speeds, unless called for by special 
considerations. The desirable ride value 
limits for locomotives might well be 
increased up to 3-5 to 3-75. With loco- 
motives it is important to ensure good 
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Fig. 7—Ride index values in the lateral 

plane as recorded in cabs of modern 

bogie locomotives 


riding qualities at both ends, at the front 
end for the sake of the crew and at the 
rear for the sake of the adjoining coach. 


Extensive Testing for Resonance 


To obtain truly representative results 
it will not do to run vehicles over a given 
stretch of line at a number of arbitrarily 
selected speeds. Such tests have their 
value as a comparison between one 
vehicle and another, but even so the 
speeds should be chosen with more 
regard to previously calculated or experi- 
mentally determined resonance conditions 
to provide more fundamental informa- 
tion for closer correlation between theory 
and practice, which is of utmost impor- 
tance for further vehicle development. 
To obtain truly representative data 
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Fig. 8—Ride index values in the vertical 
plane as recorded in cabs of modern 
bogie locomotives 


permitting a correct assessment of the 
all-round suitability of a vehicle it will 
be necessary to carry out extensive 
sample testing with a number of units 
of the type concerned over widely vary- 
ing track conditions running in different 
parts of the train with a wide range of 
loads and in different states of repair (9). 

As far as passenger comfort is con- 
cerned, it must be stressed that it is 
inadequate to base vehicle evaluation 
on the ride index only. Noise is a very 
important factor and can effectively offset 
much in the way of suspension improve- 
ment. It is essential, therefore, that in 
future vibration and noise intensities 
should be recorded simultaneously and 
evaluated in terms of a common ride 
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index embracing both, along the lines 
implicitly suggested by Postlethwaite (2). 
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Railway Progress in China 
(Concluded from page 482) 


this year. Electric and 4,000-h.p. diesel- 
electric locomotives have been success- 
fully trial produced and are expected to 
go into regular production during the 
year. 


Branch Line Rehabilitation 


In addition to the development of the 
regular national railway system, local 
authorities in many parts of the country 
have opened up local branch lines of their 
own during the nation-wide steel drive. 
They were generally built very quickly 
and much of the equipment used is quite 
crude, some of it made on the spot, 
including home smelted cast-iron rails, 
such as Stephenson used 130 years ago, 
home-made wagons and steam engines, 
and even adapted motor lorries. 

New local authorities in various parts 
of the country are planning to add some 
6,250 miles (10,000 km.) to these lines 
during the next two years. In some cases 
these local lines join up with the ordinary 
railway system and it is expected that 
most of them will eventually be incor- 
porated in the regular national railway 
network, when they will change over to 
ordinary steel rails and modern locomo- 
tives and rolling stock. 


1960 FURNITURE EXHIBITION—The trade 
section of the 1960 Furniture Exhibition at 
Earls Court, London, will be held on January 
25-February 4. Special features will include 
furniture for transport systems. 
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Telephonic Link for Train Crews 


Installation of intercommunication equipment on 
Eastern Region electric and diesel multiple-unit trains 


call button which energises the buzzer 
in the other instrument. Acknowledg- 
ment is made in the same way. The 
guard then presses the speak button; 
the driver lifts his handset, and conversa- 
tion can then be made. The telephone 
equipment is energised from a 24 V. d.c. 
supply. 


Installation in Electric Stock 


In multiple-unit electric stock the same 
type of equipment will be used for both 
guard and motorman, that is without 
handset. Attention is called and ack- 
nowledgement made by pressing the 
call button. Both speak buttons are 
then pressed to allow speech to be 
transmitted through the microphones 
and received through the loudspeakers 
respectively, both being integral parts of 
the units. 

The Loudaphones are energised from 
the 110-V. battery through the control 
supply, thereby being available at all 
times. The connections between each 
instrument are contained in the 36-way 


i ee ; ; train lines. The equipment is supplied 
Guard pressing the call button on the intercommunication set before speaking by Clifford & Snell Limited, Sutton, 


to the driver Surrey. 





HE Eastern Region of British Rail- 
ways has begun the installation of 
telephonic equipment on diesel multiple- 
unit stock to enable train crews to pass 
messages and carry out normal test 
procedures in clear speech. These self- 
contained telephone systems are now 
being used in the three-car diesel multiple- 
unit sets which have been built for Liver- 
pool Street suburban services. 

Similar links between the guard and 
driver or motorman will be provided in 
all new electric and diesel multiple-unit 
trains. When these have been equipped, 
the installation will be made in trains which 
already have a bell or buzzer system. 


Multiple-Unit Diesel Stock 

The Loudaphone equipment installed 
in multiple-unit diesel stock consists of a 
die-cast box with a hinged cover, on the 
inside of which most of the components 
are fitted. It is mounted above the 
guard’s desk in the luggage van, and 
adjacent to the driver’s seat in the driving 
cab. Both fittings are of a similar char- 
acter, except that a handset is provided 
for the driver. 

Attention is attracted by pressing the 








RE-DECKING BRIDGES AT WHITECHAPEL. of 58-ft. skew span with decks of Hobson’s been possible to arrange for the two double- 

Work has started on re-decking of two troughing. The troughing, now heavily track bridges to be taken out of service in 
double track bridges which carry District corroded, is to be replaced by new steel and turn for the re-decking. Work will be carried 
and Metropolitan Line trains over the East concrete decks. The girders of one bridge out day and night without interruption to the 
London Line at Whitechapel Station, are to be lowered by up to 6 in. to give the 530 trains running over the bridges daily 
London Transport Executive. The two _ necessary construction depth for the new or to the East London Line service below. 
bridges, which have been in daily use since deck. The usual alternative of raising the It is expected that the work will take four 
1902, when District trains first ran through track was impracticable in this case because months to carry out. The contractors are 
to East Ham and Upminster, are generally of gradient considerations. By using an_ the Cleveland Bridge & Engineering Co. Ltd., 
similar. Each consists of three main girders existing parallel single-track bridge, it has Darlington. 
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RAILWAY NEWS SECTION 


PERSONAL 
Mr. L. A. Reynolds, Chief Civil Engineer, 


Victorian Railways, left Melbourne in 
October, for the U.S.A. and Great Britain, 
to study the latest developments in track 
mechanisation. He expects to return to 
Melbourne towards the end of December. 


We regret to record the death on Novem- 
ber 20, at the age of 59, of Mr. Frank 
Grundy, M.Inst.T., Chief Traffic Officer, 


member of the Management Committee, 
Railway Clearing House. During the 1939- 
45 war Mr. Grundy’s services were lent 
for a time to the Ministry of Food, where he 
served as an Assistant Director of Transport 
and Deputy Divisional Food Officer (North 
West). ; ; 

The funeral service was held at All Saints’ 
Church, Ealing Common, on Wednesday, 
November 25. A memorial service took 
place the following day at St. Marylebone 
Church, London, N.W.1. 


castle, to which post he was appointed in 
1945, while still in the Forces. In 1946 he 
was appointed Assistant District Passenger 
Manager, York, and in 1948 he was made 
Assistant District Goods Manager, Man- 
chester. In 1948 he was appointed Assistant 
District Superintendent, Manchester. Mr. 
Bonham-Carter became Assistant District 
Operating Superintendent, Nottingham, 
Eastern Area, London Midland Region, in 
1950; District Operating Superintendent, 
Norwich, in 1952; and District Operating 





The late Mr. Frank Grundy 


Chief Traffic Officer, B. R. Central Staff, 


1957-59 
British Railways Central Staff, B.T.C. 
Mr. Grundy began his transport career 


with the Lancashire & Yorkshire Railway 
at Bury in 1915. He served in the R.N.V.R. 
from 1917 to 1919, and, after training at 
Stations and district offices, joined the Chief 
Goods Manager’s staff at Euston in 1925. 
He became Goods Agent at Accrington in 
1938, at Bury in 1939 and (after occupying 
positions at Bolton and Euston) at St. 
Pancras & Somers Town in 1943. He was 
appointed Assistant to Chief Commercial 
Manager (Goods) early in 1944 and District 
Goods Manager, Wolverhampton in May, 
1945. A year later he was made Assistant 
Chief Commercial Manager (Goods) and, 
on January 1, 1950, Executive Officer 
(Goods) at Railway Executive Headquarters, 
in which capacity he had acted for nearly 
a year. He became Assistant Commercial 
Superintendent, Western Region, in 1950, 
Commercial Superintendent, North Eastern 
Region, in 1954, and Chief Traffic Manager, 
North Eastern Region, in 1957. He was 
appointed Chief Traffic Officer, British 
Railways Central Staff, in 1957. He was a 





Mr. J. Bonham-Carter, D.S.O., E.R.D., 
Planning Officer (Electrification), General 
Manager’s Office, Eastern Region, British 
Railways, who as recorded in our November 
20 issue, has been appointed Assistant 
General Manager, was educated at 
Winchester College and King’s College, 
Cambridge, where he graduated with first 
class honours in the Mechanical Sciences 
Tripos. He entered the service of the London 
& North Eastern Railway, as a_ Traffic 
Apprentice, in September 1936. In January 
1939, he was appointed Supernumerary 
Assistant Yardmaster, Carlisle, and in July 
1939 moved to the Chief General Manager’s 
Office, Rates & Statistics, Kings Cross. 
He joined the Army in September, 1939, and 
served in the Royal Tank Regiment through- 
out the war, being awarded the D.S.O. and 
was twice Mentioned in Despatches. He 
also served for a period after the war in the 
Royal Engineers (Transportation), Supple- 
mentary Reserve. Mr. Bonham-Carter 
resumed railway duty in March, 1946, as 
Assistant to the District Superintendent and 
District Locomotive Superintendent, New- 


Mr. J. Bonham-Carter 
Appointed Assistant General Manager, Eastern 
Region 


Superintendent, Cambridge, in 1954. He 
remained at Cambridge until July, 1955, 
when he returned to London as Assistant 
(Development) to the Chief Operating 
Superintendent, Eastern Region, Liverpool 
Street. He was appointed Planning Officer 
(Electrification), in the office of the General 
Manager, Eastern Region, in December 
1956, which position he vacated on taking up 
hi; new appointment. 


Mr. N. A. Qureishy has been appointed 
General Manager, North Western Railway, 
Pakistan. He has been recalled from Western 
Germany, where he has been on deputation 
as Liaison Officer in connection with the 
construction and inspection of rolling stock 
for Pakistan Railways. 


Mr. J. E. A. Foreman has been appointed 
Industrial Relations Officer, Shipping Asso- 
ciation of Georgetown, British Guiana. 
He was Traffic Manager, Malayan Railway, 
1956-58. An illustrated biography of Mr. 
Foreman appeared in our September 5, 
1958, issue. 
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Mr. P. Rees 


Appointed Organisation & Methods Assistant, 
Chief Civil Engineer's Office, Western Region 


Mr. P. Rees, Assistant District Engineer, 
London District, Paddington, Western 
Region, British Railways, who, as recorded 
in our September 18 issue, has been appointed 
Organisation & Methods Assistant, Chief 
Civil Engineer’s Office, Paddington, served 
as a pupil on the Great Western Railway 
under the late Mr. R. Carpmael and Mr. A. S. 
(now Sir Allan) Quartermaine from 1937 to 
1940. From 1940 to 1946 he served in the 
Royal Engineers (Transportation Branch) 
attaining the rank of Major. On demobilisa- 
tion he joined the Divisional Engineer’s 
Office at Gloucester and subsequently held 
appointments at Paddington and Neath. 
In 1951 he was appointed Personal Assistant 
to the Chief Engineer. He became Assistant 
to the District Engineer, Paddington in 1952 
and, at the end of that year, Assistant Dis- 
trict Engineer, Cardiff. In 1955 he was 
appointed to a similar position in the London 
District, at Paddington. It is this position 
which he has recently vacated to take up his 
new appointment. 





Mr. S. Cott 


Appointed District Goods Superintendent, 
Newcastle, North Eastern Region 
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Mr. G. E. Woodhead 


Appointed District Engineer, Manchester, 


. Region 
Mr. G. E. Woodhead, M.I.C.E., 
A.M.1.Struct.E., District Engineer, Derby 


South, London Midland Region, British 
Railways, who, as recorded in our Sep- 
tember 11 issue, has been appointed District 
Engineer, Manchester, was educated at 
Watford Grammar School and St. Pauls 
School, London. After gaining engineering 
experience, Mr. Woodhead joined the 
London Midland & Scottish Railway as a 
draughtsman, in the District Engineer’s 
Office, Watford, in 1926. Under the Dis- 
trict Engineer, Mr. Woodhead was respons- 
ible for the extensive alterations and modern- 
isation of Camden Motive Power & Goods 
Depots. In 1936 he transferred to the Chief 
Civil Engineer’s Office, St. Pancras. The 
following year he became Assistant Resident 
Bridge Engineer, Manchester, becoming 
Resident Bridge Engineer three years later. 
During the war he was responsible for 
extensive repairs of air-raid damage to rail- 
way installations in Manchester, Birmingham 
and Liverpool, and for certain work in 





Mr. K. N. Sidebotham 


Appointed District Passenger Superintendent, 
Newcastle, North Eastern Region 
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Mr. R. Roscoe 


Appointed District Engineer, Crewe, 
L.M. Region 


Coventry, Nottingham and Derby. He also 
carried out special strengthening of bridges 


on cross-country lines. After the war 
Mr. Woodhead became Assistant District 
Engineer, Derby South, also acting as 


District Engineer, Nottingham, until 1951, 


when he was made Works Maintenance 
Assistant, Chief Civil Engineer’s Office, 
Euston. He held the position for three 


years, and for considerable periods also 
carried out the duties of Assistant Engineer 
for Works Maintenance until appointed 
District Engineer at Derby in 1954. Mr. 
Woodhead is a Fellow of the Permanent Way 
Institution, of which he is a Past-Chairman 
of the Nottingham & Derby Section. 


Mr. R. Roscoe, A.M.I.C.E., Assistant 
(Organisation & Methods), Chief Civil 
Engineer’s Office, Paddington, Western Re- 
gion, British Railways, who, as recorded in 
our September 11 issue, has been appointed 
District Engineer, Crewe, London Midland 
Region, was educated at Crewe County 





Mr. L. J. L. Lean 


Dock Manager, Plymouth, British Transport 
Docks, 1942-59 
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Mr. J. K. Buchan 


General Express Agent, London, 


C.N.R., 1958-59 


School, and joined the London 
& Scottish Railway in 1929 as a 
draughtsman. In 1950, Mr. Roscoe was 
made Assistant to the District Engineer, 
Bristol, and in 1954 became Assistant Dis- 
trict Engineer, Oswestry. Two years later 
he went to Shrewsbury in a similar capacity, 
and was transferred to the Chief Civil 
Engineers Office, Paddington, in 1957, as 
Assistant (Organisation & Methods). 


Grammar 
Midland 


Mr. Sydney Cott, District Passenger Super- 
intendent, Newcastle, North Eastern Region, 
British Railways, who, as recorded in our 
September 18 issue, has been appointed 
District Goods Superintendent, Newcastle, 
joined the Midland Railway in 1917. After 
special training, he became Personal Assist- 
ant to the Divisional Operating Superin- 
tendent, Crewe, in 1934, and later held a 
similar position at Preston. He transferred 
to Euston, as Head Office Inspector, in 1936 
and was concerned with the modernisation 
of passenger stations and improvement of 
staff amenities. Three years later he was 
attached to the Vice-President’s Office at 
Euston and became Assistant District Con- 
troller, Kentish Town, in 1944. In 1945 
he was appointed Passenger Assistant to the 
District Goods & Passenger Manager, Derby. 
He went to Birmingham, in 1948, as Assistant 


District Passenger Manager and, in 1951, 
was transferred to London in a _ similar 
capacity. He was appointed District Pas- 


senger Superintendent, Newcastle, in Febru- 
ary, 1952, the post he now vacates. Mr. 
Cott is a Member of the Institute of Trans- 
port and was Chairman of the Institute’s 
Northern Section in 1958. 


Mr. K. N. Sidebotham, LI.B., Assistant 
District Passenger Manager, Manchester, 
London Midland Region, British Railways, 
who, as recorded in our October 2 issue, has 
been appointed District Passenger Super- 
intendent, Newcastle, North Eastern Region, 
began his railway career as a junior clerk in 
the District Goods Manager’s Office, 
Manchester, in 1937. He subsequently gained 
experienee at various stations and, from 1940 
to 1946, served in the Forces. Mr. 
Sidebotham was appointed a traffic appren- 
tice in 1947, and on completion of his train- 
ing, in 1949, became Goods Agent, Sowerby 
Bridge. In 1953 he was appointed Goods 
Agent, Brighouse and later occupied various 
positions in the District and Headquarters’ 
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Offices at York. In 1955 he was appointed 
Assistant District Commercial Manager 
(Sales), Lincoln and, two years later, moved 
to Manchester as Assistant District Passenger 
Manager (Sales). In 1958 he was appointed 
Assistant District Passenger Manager, Man- 
chester, the position he relinquished to take 
up his present appointment. 


Mr. L. J. L. Lean, M.A.(Cantab.), B.Sc. 
(London), M.Inst.T., Dock Manager, Ply- 
mouth, British Transport Docks, who, as 
recently recorded has retired, was educated 
at Latymer Upper School and St. John’s Col- 


lege, Cambridge. He joined the Great 
Western Railway, as a clerk, in the office 
of the Superintendent of the Line, Pad- 


dington, in 1922. Between 1927-29 he 
spent a period with the German railways, 
gaining experience in various branches. In 
1931 Mr. Lean was transferred to the Chief 
Docks Manager’s Office, Cardiff, and in 
1933 became Assistant Dock Manager, 
Cardiff & Penarth Docks. In 1935 he spent 
six months in China, taking part in an in- 
vestigation into the organisation and admin- 
istration of the railways. In 1941 he was 
appointed Depot Manager at St. Mellons 
Inland Sorting Depot, Cardiff, and became 
Dock Manager, Plymouth, in 1942. In 
1944 Mr. Lean was seconded to the Colonial 
Office, as Manager, Port of Takoradi, West 
Africa, returning in October, 1945, to his 
position as Dock Manager, Plymouth, which 
he now vacates on retirement. He was 
awarded the Brunel Medal, of the Institute 
of Transport, in 1937. 


Mr. J. K. Buchan, General Express Agent, 
London, Canadian National Railways, who, 
as recorded in out August 18 issue, has 
retired, was born in Glasgow, in 1894, 
Mr. Buchan became a clerk in the Glasgow 
Office, C.N.R., in 1912, and three years later 
transferred permanently to London. He 
joined the Express Department in 1921, and 
became Head of the Department in 1947, 
taking the title of General Express Agent 
last year. 


Mr. D. C. Baijal, General Manager, 
North-East Frontier Railway, India, and 
Mr. Kripal Singh, General Manager, Eastern 
Railway, India, have been appointed mem- 
bers of the Indian Railway Board. Mr. 
Baijal will be succeeded by Mr. Y. P. Kul- 
karni, Additional Member (Staff), Railway 
Board, and Mr. Kripal Singh by Mr. M. M. 
Khan, General Manager, Western Railway. 
Mr. Khan’s place will be taken by Mr. 
B. B. Mathur, General Manager, Northern 
Railway. Mr. M. K. Kaul, on return from 
leave, will take over as the General Manager 
of the Northern Railway. Mr. B. Mazum- 
dar, Chief Commercial Superintendent, South 
Eastern Railway, becomes an Additional 
Member (Staff), Railway Board, and he will 
be succeeded by Mr. G. S. Khosla, Regional 
Superintendent of the South-Eastern Railway. 


Mr. F. H. Sullivan has resigned from the 
Board of A. Monk & Co. Ltd. 


INSTITUTION OF 
RAILWAY SIGNAL ENGINEERS 
The following names have been entered 
on, or transferred in, the register of members 
of the Institution of Railway Signal Engineers: 
Transfer from Associate Member to Member 
Mr. P. R. G. Guyatt, Assistant (Eastern 
Area), Signal Engineer’s Department, Wimble- 
don, Southern Region, British Railways. 
Transfer from Graduate to Associate Member 
Mr. M. W. Heaton, Engineering Assistant, 


Earls Court Station, London Transport 
Executive. 
Associate 

Mr. A. F. Evans, Assistant Production 
Engineer, Westinghouse Brake & Signal 


Co. Ltd., Chippenham. 
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Mr. A. J. Sweetman 


Appointed General ee Agent, 
London, C.N.R. 


Mr. A. J. Sweetman, District Express 
Agent, London, Canadian National Rail- 
ways, who, as recorded in our August 18 
issue, has been appointed General Express 
Agent, London, was born in London, in 1904, 
where he joined the Express Department, 
C.N.R, in 1923. He was appointed Express 
Traffic Representative in 1947, and District 
Express Agent, London, a year later. 


We regret that the item regarding Mr. 
Peter B. Humpherson in last week’s issue was 
incorrect. It should have read: Mr. Peter B. 
Humpherson, formerly of Fibreglass Limited, 
Glasgow, has been appointed Sales Manager 
of W. Gilmour Smith & Co. Ltd. and 
Gilmour Smith (Engineering) Limited, as 
from December 1. 


Mr. Stanley Fell has been appointed 
Commercial Manager of Charles Roberts & 
Co. Ltd. Mr. T. N. Oakland becomes Sales 
Manager. 


Mr. H. P. Forder and Mr. A. R. Hay have 
been appointed Directors of the United 
Steel Companies Limited. 


Mr. Anthony Cockle has been appointed 
Reliability Engineer, Solartron Electronic 
Group Limited. 


We regret to record the death on Novem- 
ber 16, at the age of 81, of Mr. Egerton 
Davies, Goods & Dock Superintendent, 
Goole Docks, London Midland & Scottish 
Railway, from 1920 to his retirement in 1944. 


Mr. Frank Perkins, Chairman of F. 
Perkins Limited, has been elected Chairman 
and Mr. J. C. Proudfoot has been appointed 
Managing Director of Ambrose Shardlow 
& Co. Ltd. 


Mr. Thomas H. Thorneycroft has been 
appointed Chairman of Bairds & Scottish 
Steel Limited in the place of Mr. A. K. 
McCosh, who recently retired from the board. 
Mr. J. E. Govan, Secretary of the company, 
has been appointed a Director. 


Mr. Leonard Clarke has retired as Chair- 
man & Managing Director of L. Clarke 
& Co. Ltd., engineers, a subsidiary of 
Crompton Parkinson Limited, at his own 
request. He remains on the board but will 
no longer act as consultant to the company. 
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NEW EQUIPMENT AND PROCESSES 


Lightweight Brake Equipment.—Reduced servicing and maintenance costs together with substantial reductions in weight are 
important features of a new range of Westinghouse brake equipment. 
and of rubber diaphragms instead of metallic sliding pistons. 


Extensive use is made of synthetic rubber for valve seats 
These have a much longer life, require no routine lubrication, and 
can be replaced without skilled fitting or lining-up. Typical examples of the new range are shown in this review. 
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Diagrammatic representation of driver's vigilance control system 


Driver’s Vigilance Control 
System 


T! IE Westinghouse vigilance equipment, an 

automatic alarm system to ensure that 
the driver remains alert at all times, com- 
prises the latest type of standard brake com- 
ponents. Using compressed air, it operates 
in conjunction with the deadman’s pedal on 
a time basis and independently of any track- 
operated safety device. To prevent auto- 
matic application of the brakes, a positive 
cancelling control movement must be made 
by the driver at prescribed intervals. 

The system is foolproof against accidental 
or deliberate wedging down of the deadman’s 
pedal or push-button, or when coasting with 
the reverser in neutral. When the device 
is reset, an air reservoir is charged to a pre- 
determined pressure and then slowly vented 
to atmosphere. At a certain lower pressure 
a warning is sounded. If no cancelling action 
is taken by the driver, the brakes are applied 
after a further short delay period. If the 
vigilance control is reset before or during the 
warning period, the cycle is started again. 
The reset operation is a momentary release 
of the deadman’s pedal or an “ On/Off” 
movement of the push-button. 

If required, the frequency of this opera- 
tion may be reduced by reset contacts 
on the brake and speed control levers. 
Starting-up and Energising of Equipment 

The schematic diagram shows the vigilance 
equipment as used for vacuum brakes or 
vacuum-controlled straight-air brakes. The 
driver starts the compressor and closes the 
master-key switch in the cab. This connects 
the positive supply through the push-button 
switch (8) to energise the relay (9) and close 
the contact. Switch (8) is then pressed to 


energise the stick relay (3). The coil of relay 
(9) is slugged so that its contacts drop open 
only after the contacts of the stick relay (3) 
have closed. In this way, an impulse of 
current of sufficient duration to pick up the 
stick relay (3) is provided, and the push- 
button switch can therefore be referred to 
as an impulse switch. As the contacts (A) 
of the combined pressure-switch (4) are 
closed, the stick relay (3) remains energised 
and completes the circuit to the charging 
magnet valve (2). This, which is energised 
to open, admits main reservoir air to the 
time-delay reservoir (1). 

As the pressure rises in the reservoir, 
contacts (C) in pressure-switch (4) close and 
energise the relay (6), which completes the 
circuit to the deadman’s magnet valve (7). 
At this stage, a short ring is given on the 
alarm bell to indicate that the exhausters 
may be switched on to evacuate the vacuum- 
brake system. 

When the time-delay reservoir reaches a 
pre-determined figure, contacts (A) in the 
pressure-switch open and the charging 
magnet valve (2) is de-energised. This shuts 
off the main reservoir supply and vents the 
delay reservoir to atmosphere’ through 
the timing choke (10). When the pressure 
has dropped to the closing pressure of the 
contacts (B) of the switch, the alarm bell rings. 


Action required by the Driver 


When the alarm bell rings, either the 
deadman’s switch must be released momen- 
tarily and re-depressed or the impulse switch 
must be pressed, causing the charging and 
release cycle to be repeated. If the ringing 
of the alarm bell is not cancelled within a 
short period, contacts (C) of the pressure 
switch open and the deadman’s magnet 
valve is de-energised, causing the brakes to 
be applied. 

In a trailing vehicle operating in multiple- 


unit, the master-key switch in the cab is 
open and cuts off the electrical supply to the 
vigilance system. This is then de-energised 
and the timing reservoir vented, but the 
deadman’s magnet valve is energised from 
the leading vehicle through a jumper con- 
nection. If the vigilance device causes a 
brake application, the magnet valves on all 
cars running in multiple-unit are de-energised 
simultaneously and all brakes applied. 


Driver’s Vacuum Brake Valve 
with Spherical Seating 


HIS lightweight valve, with its clean 
cylindrical appearance, can be arranged 
for both single and dual control. It can 
include two built-in quick make-and-break 
switches for controlling exhauster speed and 
the exhauster cut-out or choke magnet 
valves. Attached to the lower end of the 
valve spindle is a spherical valve which slides 
over an annular rubber seating. The train- 
pipe communicates with a chamber in the 
centre of the valve. When this is opened for a 
brake application, air flows through slots in 
the valve cover to destroy the vacuum. 

The degree of application is regulated by 
the amount of valve opening, air passing into 
the train-pipe being balanced against the 
air drawn out by the exhausters, as restricted 
by the choke valve or other similar device. 

The synthetic rubber seating, treated with 
graphite to provide a light action and non- 
stick surface, is held against the valve face 
by the vacuum. 

The operating handle, which rotates in a 
slot in the valve body, is pivot-jointed to the 
valve spindle. When a brake release is to be 
made, the handle is depressed and a projec- 
tion on the lever actuates the exhauster 
speed-up switch. A cam on the underside of 
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the lever operates a switch to control an 
exhauster cut-out magnet valve, when this 
device is fitted, to restrict communication 
between exhauster and _train-pipe. To 
facilitate servicing, the complete valve 
assembly can be removed without disturbing 
the pipe connection. Oil-impregnated 
spindle bushes are fitted in the light-alloy 
valve body, and a rubber sealing ring 
prevents air leakage past the lower bearing. 


Self-Lapping Straight-Air 
Brake-Valve 
the design of the new straight-air 


N 
I brake-valve, type S.A.1, all metallic 
seating or sliding valves have been eliminated. 
The valve is self-lapping, the cylinder brake 
pressure being proportional to the handle 
setting between the ** Release * and * Appli- 
cation ~ positions. The valve also automatic- 
ally restores the initially-applied pressure 
in the event of leakage. The spring-loaded 
inlet valve is faced with a synthetic rubber 
disc, sealing against a narrow annular seating 
in the body. This valve is opened against the 
supply pressure by a spring-loaded piston, 
the spring load of which is varied according to 
the operating handle position. Attached to 
the underside of the handle is a self-lubricat- 
ng face cam, which slides over a mating cam 
arranged to push against the main spring. 

In the brake application position the 
spring-loaded piston pushes the inlet valve 
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Self-lapping straight-air brake-valve 
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Vacuum brake valve with spherical seating 
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to flow to the brake cylinders. When the 
cylinder pressure equals the spring-load 
pressure the valve re-seats, cutting off the 
supply. Thus, any leakage resulting in a 
drop in the preset pressure is automatically 
compensated by the valve re-opening until 
pressure is restored. 

An *“ Emergency” position can also be 
fitted on the valve, holding the inlet valve 
open and rapidly admitting full-supply air 
pressure to the brake cylinder. 

When the brake handle is moved toward 
the ‘* Release” position, pressure on the 
main spring is reduced and cylinder air 
pressure lifts the piston away from the inlet 
valve. The piston is ported in the centre to 
atmosphere, allowing the brake cylinders 
to exhaust through the valve until cylinder 
pressure is balanced by the selected spring 
pressure. 

On full ‘* Release’ the valve remains 
open until the cylinders are exhausted. The 
piston is sealed by a synthetic rubber ring 
and “ O”’-section rubber sealing rings are 
fitted throughout the assembly. The valve can 
be dismantled without breaking the pipe joints. 


Vacuum-Air Proportional Valve 


THE proportional valve enables the air 

brakes of a locomotive and the vacuum 
brakes of a train to be controlled by single- 
lever working, the operation of both systems 
being fully synchronised during partial or 
full application and release. 

The valve, made in light alloy, is of the 
in-line diaphragm type. The moving parts 
consist of a spring-loaded combined inlet 
and exhaust valve and a piston attached to 
one large and two small diaphragms. 

Connection (A) of the valve is piped to the 
vacuum train-pipe and when the pipe is 
initially evacuated, chambers (V.C.) and 
(T.P.) on either side of diaphragm (1) are 
evacuated to the same value. Air is prevented 
from re-entering chamber (V.C.) from the 
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train-pipe by ball-check valve (2). Additional 
volume is provided by a vacuum chamber 
piped to connection (D). 


Valve Action on ‘‘ Full Release ’? and 
** Partial Release ’’ 

When the train pipe is evacuated to the 
normal working vacuum to release the train 
brakes, chambers (V.C.) and (T.P.) are 
also evacuated to this vacuum. The inlet 
valve controlling the supply of air to the 
brake cylinders remains closed and_ the 
cylinders are open to exhaust via connection 
(B), the open exhaust valve, and the exhaust 
connection. 

If the vacuum in the train-pipe is par- 
tially restored, the pressure difference be- 
tween chambers (T.P.) and (V.C.) is re- 
duced and the upward force on the dia- 
phragm is correspondingly diminished. The 
forces on the piston and diaphragm are 
then unbalanced, and the air pressure 
moves the piston downward, thus opening 
the exhaust valve and reducing the brake 
cylinder pressure. When the pressure balance 
is restored, the valve closes to prevent a 
further decrease in brake cylinder pressure. 


Valve Operation on Brake Application 


When the train-pipe vacuum is decreased 
to make a brake application, air from the 
train-pipe enters the proportional valve 
through connection (A), but cannot enter 
chamber (V.C.) because of the action of the 
ball-check valve. The difference in pres- 
sure on the two sides of diaphragm (1) forces 
it upward, thus raising the piston (3). As 
this moves up it closes the exhaust valve and 
opens the inlet valve to admit air from the 
supply connection (C) to the top of the piston, 
and via the brake cylinder connection (B) 
to the brake cylinders. When the brake 
cylinder pressure is sufficient to force the 


piston downward, the inlet valve closes. 
Cylinder pressure is therefore propor- 
tional to the degree of vacuum in the 
train-pipe. 
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Vacuum and Pneumatic 
Pressure Switches 


THESE switches, or governors, are prin- 

cipally used for the automatic control 
of electrically-driven air compressors. Their 
function is to give protection against the 
movement of locomotives before the air- 
brake equipment has been adequately charged 
and to prevent motoring against the brakes 
after an emergency application. 

The basic design is similar for both air 
pressure and vacuum operation, the main 
elements being a quick make-and-break 
switch operated by a spring-loaded dia- 
phragm. 

The diaphragm is clamped between pipe 
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bracket and governor body. This enables 
the assembly to be removed for servicing 
without disturbing the pipe connection, 
and the diaphragm to act as a sealing gasket. 
An external adjusting screw is fitted to allow 
the governor to be set within close limits 
without removing the switch cover. Actua- 
tion of the switch is by a pivoted cam linked 
with the diaphragm follower. The switches 
can be arranged with “* Normally Open ”’ or 
“Closed”? contacts to suit the associated 
control gear. 


Combined Brake Cylinder and 
Automatic Slack Adjuster 


THis unit, designated type J.S.L., has been 

produced to give a constant working 
stroke, irrespective of brake-shoe wear, to 
reduce maintenance time in rigging adjust- 
ment. It is also used in some applications 
to obtain the required accurate timing and 
the designed brake-shoe pressure from fixed 
volume reservoirs. 

The combined brake cylinder and slack 
adjuster is a totally enclosed, compact unit 
eminently suitable for bogie mounting. A 
moulded synthetic rubber seal is fitted to the 
piston. The cylinder is a lightweight steel 
pressing, with welded mounting flanges. 
The piston return spring is housed in a deep- 
front cover, which also forms a dustproof 
enclosure for the automatic slack adjuster. 
The tubular piston rod is attached to a 
central adjusting screw anchored to the 
piston. As the brake shoes wear, running 
clearance is maintained at a constant figure 
by increasing piston rod length. This is 
achieved by a progressive turning of the 
adjusting screw by the slack adjuster. 


Operation of the Automatic Slack Adjuster 

A sub-assembly, consisting of spring- 
loaded plunger (C), plunger (Q), operating 
pawl housing ring (R), and lever (N), forms 
part of the piston assembly and moves out- 
wards during the working stroke. Lever (N) 
carries two rollers which ride on the inclined 
surface of the two ramps (O) which are 
fixed to the cover. During the outward 
stroke, the rollers ride up the ramps, turning 
lever (N) anti-clockwise about pivot (P), and 
allowing the spring-loaded plunger (C) to 
turn the pawl-operating housing ring (R) 
about pivot pin (D). The operating pawl (S) 
slides out of mesh with the ratchet-wheel 
tooth, re-meshing on the return stroke of 
the piston. 

If wear causes the brake shoe clearance 
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to become excessive, the increased length 
of the piston stroke allows the pawl to engage 
with the next ratchet tooth 

On the return stroke of the piston, the 
rocking lever (N) pushes the pawl housing 
upward. If the next ratchet tooth has been 


Air Intensifier Unit for Bus 
Brake System Maintenance 


A special air intensifier unit, for supplying 
air under pressure to the hydraulic accumu- 
lators which operate the braking system 
of the new Routemaster 64-seat buses, is 
being supplied to London Transport garages 
equipped with these vehicles as part of the 
trolleybus conversion scheme. 

Topping-up the piston-type hydraulic 
accumulators, which must be maintained at 
an air pressure of 550 Ib. per sq. in., presented 
a difficult problem, for London Transport 
has, in recent years, progressively eliminated 
use of the portable air bottles charged at 
2,000 Ib. per sq. in. for tyre-inflation purposes, 
and substituted in most garages a ring main 
supplying air at only 200 Ib. per sq. in. The 
latter system of tyre inflation is considered 
to be more efficient and easier to maintain. 
In addition to obviating the moving of heavy 
air bottles from vehicle to vehicle, the ring 
main enables air-operated tools to be used. 
The air brakes on present RT-type buses 
require no external source of air supply 
during routine maintenance. 

For topping-up the Routemaster hydraulic 
accumulators, it was necessary to find a 
method of boosting the 200 lb. per sq. in. 
air pressure from the main, and so avoid a 
reversion to the use of portable air bottles. 

The air intensifier unit consists of a low- 
pressure single-acting cylinder joined in line 
with a high-pressure cylinder. It is so 
designed that when air is introduced to both 
cylinders, that in the high-pressure cylinder 
is compressed and transmitted via a Schrader 
valve and Lockheed hose to the vehicle 
accumulator being charged. This takes 


engaged, the ratchet wheel attached to the 
adjusting screw is turned and the piston 
rod lengthened, thus restoring the correct 
brake shoe clearance. Provision is made for 
re-adjusting the piston rod length when new 
brake blocks are fitted. 


place because the areas of the pistons are in 
the ratio of 9 to 1. The low-pressure 





Air intensifier unit, showing high- 
pressure out!et hose on right 


items and 
information regarding the complete range 
of lightweight air and vacuum brake equip- 
ment can be obtained from the Westinghouse 
Brake & Signal Co. Ltd., 82, York Way, 
King’s Cross, London, N.1. 


Further details of these six 


cylinder has a bore of 6 in. and a piston 
with a stroke of 34 in. directly coupled to the 
piston in the 2-in. bore high-pressure cylinder. 
A non-return valve is incorporated in the 
low-pressure supply line. 


Automatic Return Stroke 


To return the pistons to the beginning of 
the stroke, air is introduced at the opposite 
end of the cylinders by automatic switching 
through a porting valve. The pulsating 
movement thus set up continues until the 
full pressure of 550 Ib. per sq. in. has been 
reached in the accumulator. A relief valve 
set to operate at the correct accumulator 
pressure ensures that intensification does not 
continue beyond this point. A_ pressure 
gauge for visual checking is included in the 
circuit. 

The unit is mounted on a stout angle-iron 
frame on four wheels. A handle attached 
to the swivelling axle at one end facilitates 
manoeuvrability by hand to any required 
position in the garage. When not in use 
the flexible hoses can be wound on hooks 
fitted to the handle. 

The unit has been developed and supplied 
by Technidraft (Hayes) Limited, Coln- 
brook, Bucks., to the specification and require- 
ments of Mr. A. A. M. Durrant, Chief 
Mechanical Engineer (Road Services), London 
Transport. 


Clyde Steamer Sailings Diverted.— Because of 
reconstruction work at Millport Old Pier, 
all Millport calls by vessels of the Caledonian 
Steam Packet Co. Ltd. are being made at 
Keppel Pier until further notice. 
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British Locomotives Film 


A 20-min. colour film ‘ British Locomo- 
tives,’ available in 16 and 35 mm., with dia- 
logue in nine languages, has been produced by 
the Central Office of Information in co-opera- 
tion with the British Transport Commission 
and in association with the Locomotive & 
Allied Manufacturers Association of Great 
Britain. 


The film will be shown overseas to 
invited audiences, including railway 
specialists, representatives of government 


and industry, and on television, the object 
being to demonstrate the achievements of the 
British locomotive industry both at home 
and in many overseas territories. 

Beginning with railway history in Britain 
and tracing briefly the development of steam 
and electric traction throughout the years, 
and record-breaking speeds, the film explains 
some of the fundamental advantages of the 
three main methods of railway traction and 
shows many aspects of the modernisation 
work undertaken by British Railways. 
Diesel locomotive transmission systems are 
briefly explained. 

There are many excellent action shots of 
British-built steam, electric, and _ diesel 
locomotives operating on railways in all 
parts of the world. Flameproof locomotives 
in mines and oil refineries are also shown. 


Training in Britain 

One of the more important aspects to 
receive necessarily only brief treatment is 
the training in Britain of apprentices and 
students from countries to which the equip- 
ment is exported. Stress is given to the fact 
that extensive testing can be carried out under 
extremes of temperature and weather con- 
ditions both simulated and actual. 

The film is intended primarily for trade 
promotion in the export of British-built 
locomotives. Whether these are individual 
units or quantities specially designed to meet 
exacting conditions overseas, all are based on 
sound development work and _ experience 
over a period of many years. It was made 
for the C.O.1. by Greenpark Productions, 
London, at the joint request of the Foreign 
Office, Commonwealth Relations Office, and 
Colonial Office, and with assistance from the 
Board of Trade. Copies will shortly be 
available from the film library of the C.O.I. 


The Minister of Transport, Mr. Ernest 
Marples, Dr. Charles Hill, Chancellor of the 
Duchy of Lancaster, Mr. L. J. Dunnett, 
Permanent Secretary, Ministry of Transport, 
Sir Stephen Luke, Senior Crown Agent, Sir 
Brian Robertson, Chairman, and other 
Members of the British Transport Commis- 
sion, and senior officers of railways in Britain 
and overseas were amongst many representa- 
tives of the world of transport, Government 
departments, consulting engineers, and manu- 
facturers of railway material who attended 
a showing on November 24. Sir George 
Nelson, President of L.A.M.A., was in the 
chair. 


Parliamentary Notes 


Co-ordination of Road and Rail Transport 

To a motion tabled in the House of 
Commons on November 18, by Mr. Martin 
Lindsay (Solihull—C.), with the support of 
seven other Conservative Members con- 
gratulating the former Minister of Transport 
(Mr. Harold Watkinson) consulting engineers, 
and contractors, “upon the outstanding 
success of the M1,” and trusting ‘that it 
is a forerunner of further similar projects,” 
a substantive motion was tabled on Novem- 
ber 19: “ That this House, recognising the 
urgent need for a modern road network as 
part of a planned transport system, regrets 
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that the Minister of Transport has advanced 
no policy to encourage the rational and co- 
ordinated use of road and rail facilities for 
the movement of passengers and goods.” 

Its sponsors are: Mr. Francis Noel-Baker 
(Swindon—Lab.), Mr. E. Popplewell (New- 
castle-on-Tyne—Lab.), Mr. George Rogers 
(Kensington N.—Lab.), Mr. Percy Collick 
(Birkenhead—Lab.), Mr. J. B. Hynd (Atter- 
cliffe, Sheffield—Lab.), Mr. Leslie Spriggs 
(St. Helens—Lab.), Mr. A. Manuel (Ayr- 
shire C.—Lab.), Mr. H. Hynd (Accrington— 
Lab.), and Mrs. Joyce (Wood Green—Lab.). 


Extended Holiday Season 

Lord Gifford, initiating a debate in the 
House of Lords on November 18, on the 
economic and social benefits arising from the 
extension of the holiday season over June, 
July, August, and September, * rather than to 
have to grapple with it in the last two weeks 
in July and the first three weeks of August.” 
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He quoted the B.T.C., among other carriers, 
as supporting the memorandum sent out on 
such proposals by the British Travel & 
Holidays Association. A fixed Easter and 
the August Bank Holiday fixed a month 
later were also discussed. 

The Earl of Dundee, Minister without 
Portfolio, replying to the debate, said what 
they all wished to do—and what the Govern- 
ment most certainly wanted to do—was to 
take whatever action would give the greatest 
amount of pleasure to the greatest number of 
holidaymakers. 

“We are anxious to consider,” he added, 
‘the interests of everybody who is concerned, 
and | will certainly undertake to ask my 
colleagues to consider whether, on the 
evidence they may have from other sources, 
they would feel it justifiable to conduct 
some inquiry into public opinion on the 
same lines as that which is now contem- 
plated in regard to Summer Time.” 


Contracts and Tenders 


New road and rail bridge over 


A contract has been awarded by the 
Government of Pakistan to Dorman Long 
(Bridge & Engineering) Limited and Gam- 
mon Pakistan Limited, working in associa- 
tion, for the construction of a bridge at 
Sukkur, West Pakistan, over the Rohri 
Channel of the River Indus. The structure 
is a spandrel-braced arch with a span of 
807 ft. on concrete abutments. The bridge 
will carry a single track railway which will 
be set in a concrete deck for the use of road 
vehicles. The total weight of steelwork is 
approximately 3,300 tons. The value of the 
contract is £1,155,000, and has been secured 
in face of German, Austrian, and American 
competition. The Consulting Engineer is 
Mr. D. B. Steinman of New York. The 
bridge is intended to replace the Lans- 
downe Bridge. 


The South Maitland Railways Pty. Ltd. 
has placed an order with Tulloch Limited, 


for three diesel-hydraulic railcars to be 
powered with Rolls-Royce engines and 
transmissions. Passenger services on the 


S.M.R. coal traffic line from Maitland to 
Cessnock (163 miles) have been operated 
by the New South Wales Government 
Railways since 1930 with through services to 
Newcastle and a daily express to Sydney. 


Linke-Hofmann-Busch G.m.b.H., has 
received an order from the South African 
Railways for 70 double-bogie luggage vans 
for use in passenger trains. 


Maschinenfabrik Esslingen has_ received 
an order from the Finnish State Railways 
for 15 double-bogie main-line passenger 
coaches. Three different bogie types are to 
be tried for comparison, viz., Minden-Deutz, 
Wegmann, and the SIG torsion-bar type. 


Rheinstahl Siegener Eisenbahnbedarf has 
received an order from the Hungarian State 
Railways for 20 two-axle sliding side/sliding 
roof wagons of SEAG type. 


The Hungarian State Railways has placed 
an order for 400 goods wagons with Austrian 
builders. 


British Railways, Eastern Region, 
placed the following contracts :— 
Derek Crouch (Contractors) Limited: 
construction of foundations for 60-ft. dia. 
turntable and 120-ft. ash disposal pit and 
demolition of existing engine turntable, 
water column foundations and coaling 
stage at Peterborough East Station 


has 
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W. & C. French Limited: reconstruc- 
tion of underline bridge over South Hol- 
land Main Drain between Postland and 
Cowbit, and provision of steel sheet 
piling along bank of Fossdyke Navigation, 
between Saxilby and Lincoln. 

Herbert Morris Limited: supply, delivery 
and installation of two 45-ton_ electric 
overhead travelling cranes at Doncaster 
Locomotive Works ’ 

Walter Cowen Limited: renewal of roof 
covering to platform awnings and replace- 
ment of rainwater pipes at Ilford Station 

Arundel Painting Contractors Limited: 
cleaning and painting of bridges between 
Denaby and Bessacarr Junction (Dearne 
Valley Line) and adjacent colliery branches. 


The British Transport Commission, South 
Wales Docks, has placed the following 
contracts: 

W. T. Henley’s Telegraph Works Co. 

Ltd.: supply of cable for Kings Dock Lock 

Pumping Station, Swansea Docks 


Penarth Pontoon, Slipway & Ship- 
repairing Co. Ltd.: repairs to steam 


dredger Peeress, South Wales Docks. 


The Special Register Information Service 
Export Services Branch, Board of Trade, 
has received calls for tenders as follow :— 


From Pakistan : ; : 
90 wheels, chilled cast iron, 23 in. dia. 
on tread, 4} in. wide, 7} in. dia. boss, 
tin. rough-machined bore (6 in. by 
tin. and Sin. by 24in.) journal, to 
N.W.R. part No. D-33 on drawing No. 


D-24, alt. nil, conforming to P.R.S. 
specification No. R-19-49 as far as 
applicable 


1,920 steel tyres, 3 ft. 7 in. dia. on tread 
wheel (B.-G.) for assembly of WA-23, to 
I.R.S. drawing No. W-492, alt. (12), 
conforming to P.R.S. specification No. 
R-15-58 as far as applicable. 


The issuing authority is the North Western 
Railway. The tender No. is 210-S/10 Part 
XI(PIC)59. Bids should be sent to the 
Chief Controller of Stores, North Western 


Railway, Lahore. The closing date is 
December 7, 1959. Local representation 1s 
essential. The Board of Trade reference is 


ESB/27298/59. 


Further details relating to the above 
tenders together with photo-copies of tender 
documents can be obtained from the Branch 
(Lacon House, Theobalds Road, W.C.1). 
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Notes and News 


New Subsidiary Company in the Expandite 


Group.—Premier Bitumen & Asphalte Co. 
(1959) Ltd., Western Road, Bracknell, 
Berkshire, has been formed within the 


Expandite Group, to manufacture and market 
a range of bitumen compounds and other 
specialised products used in the building 
and civil engineering industries. The Chair- 
man is Mr. T. Pooley. 


Subsidiaries in Europe for U.S.A. Electrical 
Firm.—AMP Inc., of Harrisburg, Pennsyl- 
vania, which produces solderless terminals, 
connectors, and pressure crimping tools for 
the electrical industry, has recently added 
two new European subsidiaries, AMP Italia 
S.P.A., in Turin and Deutsche AMP 
G.m.b.H. in Dusseldorf, to its existing 
production facilities. The other subsidiaries 
are Societe AMP de France, Aircraft Marine 
Products (G.B.) Limited, and AMP Holland 
N.V. 


Week-end 
Islands. 


Excursions to Highlands and 
Week-end trips by rail and sea to 


the Scottish lochs and islands have been 
arranged by British Railways, London 


These 1,000- 
return, include 


Midland Region, for next year. 
mile trips, for as little as £5 
rail and steamer journeys. Trains will include 
cafeteria and sleeping cars. Among the trips 
planned are: Euston to Gourock for a tour 
of Argyle (May 513); Manchester and 
Liverpool to Fort William for a steamer 
cruise on Loch Linnhe and Loch Leven 
(May 20); Euston to Oban for Staffa and lona 
(May 27); and St. Albans to Fort William 
for a cruise to Tobermory (September 2). 


Derby School of Transport Annual Reunion. 

On Friday, November 13, the students of 
the first course (September-October, 1938), 
at the School of Transport, Derby, held 
their annual reunion dinner at the School 
to celebrate the coming-of-age of their 
Association—the “ First Fifty.” Occasion 
was taken to unveil a portrait of Brigadier L. 
Manton, the first Principal of the School, 
and a plaque recording his principalship. 


Editorial reference is made to the School in 
this week’s issue. “* First Fifty ** members 
present included Messrs. G. J. Aston, F. 


Grundy, H. A. Mugliston, P. G. Price, H. S. 
Turrell, J. J. Wildman, H. A. Yates, H. W. T. 
Young (all serving railway officers) and 
Messrs. V. L. Ward, R. A. Norrish, R. 
Christian, A. R. J. Icke, T. D. Slattery, J. H. 


(Left to right) Mr. J. Kirkby Thomas, Brigadier L. Manton, 


Messrs. W. B. Carter, 


A. E. Marriott, and H. A. Yates, 
Secretary of the “* First Fifty’ Association 
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Bowyer, A. E. Marriott, W. Swarbrick, 
and W. B. Carter (retired railway officers). 
Also present were Brigadier Manton and 
Mr. J. Kirkby Thomas, the present Principal 
of the School. 


London Underground and Bus Employees 
Art Exhibition.—L.T.E. Underground and 
bus employees 13th annual art exhibition is 
now being held at Charing Cross Under- 
ground Station. It closes on December 12. 
More than 114 oil paintings, water colours, 
drawings, and ceramics are on show to the 
public in the station booking hall. 


Keith Blackman Limited Birmingham Office.— 
To provide improved and enlarged office 
accommodation from which to service clients 
in the Birmingham area, Keith Blackman 
Limited will move its office in New Street, 
Birmingham, 2, to 1,651, Pershore Road, 
Birmingham, 30, telephone Kings Norton 
4151/2. The new office will open on 
December 7. 


London Midland (London) Orchestral Society. 

On December 9, at St. Pancras Town Hall, 
Euston Road, N.W1, at 7.15 p.m., the Lon- 
don Midland (London) Orchestra will give 
its annual concert. Items will include the 
New World Symphony, by Dvorak, Sea 
Songs, by Vaughan Williams, Swan Lake, 
by Tschaikovsky, and a Beethoven Triple 
Concerto by Pauline, Mavis and Martin 
Elmitt. The leader of the orchestra is 
George Elwitt and the hon. conductor, 
Mr. John Grindley. 


Infra-Red Development Co. Ltd. Amalgamate 
with Hilger & Watts Limited.—Hilger & 
Watts Limited has acquired the whole 
of the issued share capital of the Infra-Red 
Development Co. Ltd., Welwyn Garden 
City. I.R.D. Limited, founded in 1946, 
specialises in the analysis of gases by non- 
dispersive infra-red techniques, primarily 
for the expanding field of industrial process 
control. It will continue, under the previous 
management, to develop and manufacture 
the gas analysers on which its reputation 
has been built. 


A.E.I. Appointed Lighting Consultants for 
Isora Ceilings.—The A.E.1. Lamp & Lighting 
Co. Ltd. has been appointed official lighting 
consultant for Isora ceilings. These are 
being introduced in Britain at the Building 
Exhibition at Olympia, London, which 
closes on December 2. A.E.I. plans lighting 
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for all types of Isora ceiling installations and 
can supply all necessary equipment. The 
new ceilings are normally built up from 
40-in. square light galvanised mild steel frames 
covered with a membrane of thin non-sag 
PVC, either translucent or opaque, in a wide 
range of colours and patterns. The ceilings 
weigh only 14 oz. per sq. ft. installed and 
provide thermal insulation without losing 
existing natural daylight. They are being 
marketed in the United Kingdom by S.F.1.M. 
(Great Britain), 220, Bedford Avenue, 
Slough, Bucks. 


Consolidated Pneumatic Tool Co. Ltd. 
Bristol Office—The Consolidated Pneu- 
matic Tool Co. Ltd. is to open a new district 
office in Bristol on December 1. The office 
will be under the management of Mr. J. D. 
Glover. The address is 1, Bedminster Down 
Road, Bristol, 3, tel. Bristol 63736. Opera- 
tions will cover Somerset, Devon, Cornwall, 
and part of Gloucestershire. The company’s 
branch office at Bridgend, Glamorganshire, 
which previously served this area will con- 
tinue to operate as the South Western 
District for South Wales, Herefordshire, 
and part of Gloucestershire. 


Mobile Display of Sports Goods.—A specially 
fitted exhibition coach of British Railways, 
Scottish Region, is on a tour covering the 
western and northern areas of Scotland, 
to show sporting gear, including fishing 
rods and tackle, guns, camping equipment, 
and underwater swimming gear. The tour 
began at Oban on November 23, and con- 
tinues at Perth, Dundee and Aberdeen up to 
December 4. Visits will be made to Peter- 
head, Fraserburgh, Elgin, Inverness, and 
Kirkcaldy during December. Millard Bros. 
Ltd., Carfin, Lanarkshire, has chartered the 
coach. Early in the New Year, it will tour 
towns in the Lowlands before journeying 
to England. 


Temporary Closure of Line Between Unstone 
and Sheepbridge, Eastern Region.— British 
Railways, Eastern Region, has announced 
that because a fire under the railway embank- 
ment north of Sheepbridge Station, near 
Chesterfield, cannot be controlled and dealt 
with in the normal way, it has been necessary 
to give the District Engineer complete 
possession of all running lines between 
Unstone Colliery Sidings Signalbox and 
Tapton Junction for a period of eight days, 
to remedy the trouble. This temporary 
closure commenced on November 22 and will 





Mr. J. Kirkby Thomas and Brigadier Manton after unveiling of the 
plaque at the School of Transport, Derby, commemorating Brigadier 
Manton’s principalship of the School 
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continue until November 29. The main line 
between Dronfield, Unstone, Sheepbridge 
and Tapton Junction, North of Chesterfield, 
is out of commission, except for engineering 
purposes, and trains are being diverted, 
mainly via Holmes, Woodhouse Mill, 
Eckington and Barrow Hill. 


Moscow-London Rail Link Planned.—The 
U.S.S.R. Railway Ministry is planning to 
establish through railway communications 
between Moscow and London next year. 
The route would be by way of Warsaw, 
Berlin, Hanover, and Hook of Holland, 


vhence passengers would go by steamer to 
Harwich 


Great Northern Line Goods Traffic Window 
Display.—An_ illuminated window display 
featuring the express door-to-door facilities 
available for the carriage of goods traffic 
on the Great Northern Line of British 
Railways, Eastern Region, has been installed 
at Great Northern House, 79-81 Euston 
Road, London, N.W.1. The display, 18 ft. 
x 8 ft., incorporates a centrepiece consisting 
of a diagrammatic map on which are illumi- 
nated These give the number of 
goods trains passing daily at various points 
on the Great Northern Line from Kings 
Cross and the London area to the North of 
England. Beneath the map are models and 
photographs of an electric locomotive and 
of the principal types of container and wagon 
available. The remainder of the display 
consists of coloured cut-outs and photo- 
graphs of industrial scenes showing methods 
of handling goods in all types of railway 
containers at industrial plants, docks, and 
railway depots. Designed by the staff of the 
Public Relations & Publicity Officer, Eastern 
Region, the display was made by A. Costa 
(Contracts). 


circles 


Visits Old Oak 
Western Region.—Mr. 
Minister of Transport, on 
November 16 visited installations of British 
Railways, Western Region, and the new 
travelling post office at Old Oak Common 


Minister of Transport 
Common _ Hostel, 
Ernest Marples, 


and also the Work Study School near 
Paddington. He was accompanied by 
Mr. L. J. Dunnett, Permanent Secretary, 


Ministry of Transport; 
Chairman, British 
Messrs. R. fF 


Sir Brian Robertson, 
Transport Commission; 
Hanks, Chairman, Western 
Area Board, B.T.C.; J. R. Hammond, 
General Manager; S. G. Ward, Regional 
Establishment & Staff Officer; C. W. Powell, 
Operating Officer; H. E. A. White, Running 
& Maintenance Officer; and C. J. Rider, 
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Goods traffic facilities featured in display at Great Northern House, London, N.W.., 


headquarters of the Great Northern Line of British Railways, 


Public Relations & Publicity Officer, Western 
Region; and Mr. J. Garlick, Private Secretary 
to the Minister. After luncheon at the Great 
Western Royal Hotel, Paddington, he 
inspected the staff hostel and canteen, the 
old messrooms, and the new amenities 
building at Old Oak Common. Later he 
inspected the new travelling post office 
described briefly in our October 23 issue, 
and afterwards the Work Study School at 
Westbourne Terrace, Paddington. The 
illustration shows the Minister in the kitchen 
of the Old Oak Common hostel: (left to 


right): Mr. S. R. Lewis, Manager of the 
hostel; Mrs. Fry, Chargehand Cook; Mr. 
Ernest Marples; Sir Brian Robertson; 
Mr. J. R. Hammond; Mr. S. G. Ward, 


Regional Establishment & Staff Officer; and 
Mr. H. R. Chubb, Regional Welfare Officer. 


Admission to hearings of Trade Mark and 
Design Matters.—The Board of Trade has 
laid before Parliament rules made under the 
Trade Marks Act, 1938, and the Registered 
Designs Act, 1949, providing for the admit- 
tance of the public to the hearing of certain 


trade mark and design matters by the 
Registrar. The amendments require the 
Registrar to hear in public any dispute 


in connection with a trade mark or an appli- 
cation to register a trade mark, or relating 
to a registered design, unless, after consulta- 





Ernest Marples with Sir Brian Robertson, Mr. J. R. Hammond, and officers 
of the Western Region in the kitchen at Old Oak Common Hostel 


Eastern Region 


tion with the parties, he directs otherwise. 
Hitherto the public has had no right of 
admission to such hearings. The new rules 
come into operation on February 22, 1960. 
Copies of the new rules can be obtained 
from H.M. Stationery Office, Kingsway, 
London, W.C.2, and branches. 


Expenditure on Advertising on British Trans- 
port Sites.—Figures published by British 
Transport Advertising, the commercial adver- 
tising service of the British Transport Com- 
mission, show that during the 12-month 
pericd ended June 30, 1959 British Transport 
Advertising sites were most popular among the 
manufacturers of alcoholic and soft drinks. 
A total of £434,000 was spent on this type 
of advertising, 60 per cent of which was on 
London Transport sites. Foods and food 
beverages came next, bringing in a total 
of £311,000. Entertainments, including 
cinemas and theatres, accounted for another 
£281,000. 


Cummins Engine Co. Ltd. Plant Visited by 
Canadian Distributors.—Executives of the 
distributor organisation handling Cana- 
dian business for the Cummins Engine Co. 
Ltd. of Shotts, Lanarkshire, recently in- 
spected the Scottish plant during a goodwill 
visit to Britain. They also met British 
manufacturers who regularly install Cum- 


mins diesel engines in civil engineering 
equipment exported to Canada. The dis- 
tributor organisation in Canada, inherited 


from the Cummins Engine Company Inc. 
of Columbus, Indiana, U.S.A., consists of 
15 main depots and 34 branches or sub- 
dealers. The main depots are at Calgary, 
Edmonton, Victoria (B.C.), Winnipeg, St. 
Johns, Halifax (N.S.), Owen Sound (Ontario), 
Port Arthur, Toronto, Quebec, Montreal, 
Regina, Seven Islands, Prince Edward Isle, 
and Vancouver. 


Christmas Tree Displays at Sheffield Stations. 
—Preparations are again in hand for the 
display of decorated and illuminated trees 
at Sheffield Midland and Victoria stations. 
British Railways, Eastern Region, staff at 
both stations have been planning the models 
and attractions which will be erected along- 
side the Christmas tree at each station. 
The displays at both stations will incorporate 
Nativity scenes. Working models will be on 
exhibition, and these, operated by insertion 
of coins, will include model railways. Record- 
ings of choirs singing Christmas hymns and 
carols will be relayed. The Lord Mayor of 
Sheffield, Alderman A. V. Wolstenholme, is 








n 
j- 
d 
of 


is 





November 27, 1959 


to inaugurate the displays at both stations 
on December 4, when Sheffield Railway 
Choir will sing Christmas hymns and carols. 
The proceeds from the trees and models, 
with any other donations received, will be 
divided between the Sheffield Telegraph & 
Star fund for old people, and the Fairthorn 
Convalescent Home. 


Scottish Region Best Kept Station Gardens 
Competition.—In British Railways, Scottish 
Region, best kept station gardens competition 
for 1959 top place awards special class “A” 
were shared by Aberdour, Kilmacolm, and 
North Berwick Stations. Special class “B” 
awards were won by Barassie, Dalbeattie, 
Harburn, Newport West, and St. Andrews, 
while special class “* C ’’ awards were made 
to Balado, Bridge of Weir, Broughty Ferry, 
Galashiels, Gleneagles, Ladybank, Lentran, 
Lundin Links, Melrose and Portsoy. First, 
second, and third class prizes were awarded 
to many stations throughout Scotland. Over 
200 stations took part in the Regional 
competition. 


Warning of General Strike in East Africa.— 
Mr. Tom Mboya, the General Secretary of 
the Kenya Federation of Labour, has stated 
that serious consideration might be given 
to a general strike if the railways persisted 
in calling in volunteers to break the strike 
of African railway workers. In spite of the 
warning, the East African Railways & 
Harbours Administration issued a call for 
voluntary workers from outside the organisa- 
tion and also for retired railway employees 
to help in the running of specialist services, 
such as telegraph work, driving locomotives, 
and acting as stationmasters. It was the 
first time the administration made such an 
appeal, all volunteers until now having been 
drawn from the families of European, Asian, 
and African members of the staff who are 
still at work. 


Christmas Produce via_ British Railways 
Continental Services.—More than 40,000 
tons of fruit and other Christmas fare will 
be arriving on British Railways Continental 
services between now and Christmas. Special 
arrangements are being made to handle the 
seasonal influx arriving at Dover, South- 
ampton, and Harwich. Up to a dozen 
ship arrivals a day are bringing produce from 
Italy, Spain, Holland, Belgium, France, and 
dates from North Africa. The bulk of this 
traffic is moved in through wagon-loads 
via the Dunkirk/Dover and Zeebrugge/Har- 
wich train ferries, from the station of origin 
to London and provincial centres in Britain. 
A special night bonus scheme is being oper- 
ated this year at Southwark Depot, British 
Railways, Southern Region, for the first time 
to speed up night handling. An extra depot 
is being opened at Battersea for overflow 
traffic. 


S. Smith & Sons (England) Ltd. New Centre. 

The Duke of Edinburgh on November 19 
opened “* Smith’s Centre ”’ in the Cricklewood 
headquarters of S. Smith & Sons (England) 
Ltd. The centre replaces the former show- 
room, and is a combination of demonstration 
area for Smith products and conference hall. 
In the demonstration section are displays 
relating to railways and other activities. The 
display ‘“‘ Working for the Railways” 
includes Smith instruments fitted on a 
Type ‘2, h.p. main-line diesel-hydraulic 
locomotive built for British Railways, 
Western Region, by the North British 
Locomotive Co. Ltd. Instruments by Smiths 
Industrial Instrument Division, as used on 
the locomotive and displayed at the centre, 
are: 4 in. square flange duplex pressure 
gauges for main reservoir, for brake cylinders, 
and for train pipe vacuum chamber; 4-in. 
square flange Smiths-Stone speed indicators 
(0-120 m.p.h.); 4-in. square flange single 


THE RAILWAY GAZETTE 


pointer pressure gauges for train heating 
apparatus; group of four flange engine speed 
indicators (0-1,800 r.p.m.); wheel dia. adjust- 
ment box for Smiths-Stone speed indicator 
and cable connector; axle-mounted generator 
for Smiths-Stone speed indicator; track 
overspeed shutdown unit; series “M” 
tachometer generators; circular thermo- 
meters (90-250 deg. F.) for transmission oil; 
Smiths-Stone railway distance counter; 
circular thermometers (90-250 deg. F.) for 
engine coolant; diesel engine overspeed 
units; cab heating and demisting units; 
engine r.p.m. indicators (0-1,800 r.p.m.); and 
engine lubricant pressure gauges. 


B.T.H. London Publicity Office Change of 
Address.—The London publicity office of 
the British Thomson-Houston Co. Ltd. 
(Press Section under Mr. G. A. T. Burdett) 
is now located at Crown House, Aldwych, 
London, W.C.2, Room 208, tel. Temple Bar 
8040, ext. 2. The publicity services at 
Rugby remain as hitherto. 


Modernised Ticket Office at Edinburgh 
Waverley.—The North and West Ticket 
Office at Edinburgh Waverley, British 
Railways, Scottish Region, has been re- 
modelled on lines in harmony with the 
adjacent modernised bookstall. The new 
office was opened on November 23 for issue 
of tickets to Fife and the North, and to 
Glasgow and the West of Scotland. A glazed 
front with four hygiaphone windows replaces 
the old wooden structure. Removal of the 
crush barriers allows freer movement within 
the circulating area. Bellmatic equipment 
and Ultimatic machines are used for ticket 
issue. Amenities for the office staff include 
cooking and washing facilities. 


Wakefield Castrol Group Change of Address. 

-The headquarter offices of the Wakefield 
Castrol Group of Companies have been 
moved to Castrol House, Marylebone Road, 
London, N.W. The move has taken place 
during a year in which have fallen three 
other anniversaries in the firm’s history: 
the birth of the founder, the late Viscount 
Wakefield of Hythe; the diamond jubilee of 
its foundation; and the 50th anniversary of 
the introduction of Castrol. The new office 
building is of reinforced concrete frame 
construction and covers the whole of the 
island site to a height of three floors. The 
height of the central tower of the new 
structure is 186 ft. 


Merger of Power Cable Companies.—Enfield 
Rolling Mills Limited and Standard Tele- 
phones & Cables Limited have announced 
that they have concluded negotiations for the 
merger of the power cable businesses carried 
on by Enfield Cables Limited, and by 


Instruments for British Railways 
displayed at Smith's Centre, Cricklewood 


* Warship’ 
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Standard Telephones & Cables Limited. 
It is proposed that a new company will be 
formed which will be owned equally by 
Enfield Cables Limited and Standard Tele- 
phones & Cables Limited. The new 
company’s operations will be restricted to 
power cables and will start on January 1, 
1960. The proposals require the sanction of 
the holders of the 4 per cent first debenture 
stock, 1961-76, of Enfield Cables Limited. 


C.T.C. in Rhodesia.—The writer of the 
letter in our October 23 issue, on centralised 
traffic control, Mr. D. H. Constable, is 
Assistant Signals & Telecommunications 
Engineer, Rhodesia Railways, and not 
Signals & Telecommunications Engineer, as 
given in error. 


Closing of Wednesbury Town Goods Depot.— 
Wednesbury Town Goods Depot, between 
Walsall and Dudley, London Midland 
Region, was closed on October 5 for all 
traffic except private sidings. Alternative 
arrangements have been made for dealing 
with freight traffic at Walsall, Wednesbury 
(Western Region), or Great Bridge. 


A.E.1.-Birlec Limited.—It is announced by 
Birlec Limited that with effect from January 1, 
1960, the company name will be changed 
to A.E.1.-Birlec Limited. The change 
coincides with the final reorganisation of 
the structure of the parent company, Asso- 
ciated Electrical Industries Limited, into 
several product divisions. The internal 
organisation of Birlec Limited will not be 
affected. The company will continue to oper- 
ate the same way as in the past for the 
manufacture of heat treatment furnaces, gas 
plants, and absorption dryers. The name of 
its associate company, Birlec-Efco (Melting) 
Limited, will not be changed. 


Eastern Region Gallantry Awards.— Mr. H. C. 
Johnson, General Manager, British Railways, 
Eastern Region, on November 23 at 
Liverpool Street Station, presented cheques 
and framed certificates to two members of 
the staff of his Region, Inspector Harold 
Stewart and Fireman Frederick Barral, who 
had performed acts of gallantry last August. 
Inspector Stewart rescued a woman who 
had missed the footboard and lost her 
balance when trying to board a moving 
train at Clacton. She began to fall between 
the platform and the coach. Despite the 
danger of being pulled under the train, 
he managed to keep the woman in an upright 
position. At such an awkward angle he was 
soon brought to his knees by her weight and 
eventually she slipped from his grasp. She 
fell on the ballast just under the coping 
stones, clear of the rails. The guard had 
applied the brake and only two more vehicles 
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passed the woman before the train was 
brought to a halt. Fireman Barral, at 
considerable risk to himself, helped another 
fireman who had been severely injured by 
coming into contact with the high-voltage 
overhead wire when moving coal on the 
tender of a locomotive leaving Clacton 
Motive Power Depot, on the a.c. electrified 
line. Fireman Barral climbed on to the 
tender and crawled to the injured man, 
extinguished his smouldering overalls and 
lifted him into the well at the rear of the 
tender. Here, they were joined by a member 
of the County Ambulance service who 
stayed with them until the locomotive was 
moved clear of the overhead wires. 


Forthcoming Meetings 


28 (Sat.).—The Railway Club, 
at the Danish Club, Knightsbridge, 
S.W.1. Annual dinner. 

November 29 (Sun.).—Railway Correspond- 
ence & Travel Society. All branches 
annual reunion in Birmingham, at the 
Queens Hotel, adjacent to New Street 
Station, at 2.15 p.m. Speakers will 
include Mr. L. T. C. Rolt on “ The 
life of I. K. Brunel,” and Mr. P. B. 
Whitehouse presenting one of his 
T.V. feature films with comments. 

December | (7ue.).—Institute of Transport, 
Midland Section, at the Engineering 
Centre, Birmingham, at 6.30 p.m. 
Paper on “ The West Midlands Division 
of the London Midland Region of 
British Railways,”’ by Mr. George Dow. 

December 1 (7ue.).—Institute of Transport, 
North Western Section, at the Gas 
Service Centre, Manchester, at 6.30 p.m. 
Debate with the Merseyside Section, 
“That the transport policy of this 
country is lacking in vision.” 

December 1 (Tue.).—Railway Correspond- 
ence & Travel Society, Sheffield Branch, 
at the Livesey Clegg House, Sheffield, 
at 7.30 p.m. Paper on ‘“ The Cheshire 
Lines Committee,’ by Mr. R. Dyson. 

December 1 (7ue.).—Permanent Way Insti- 
tution, Leeds & Bradford Section, in the 
British Railways Social & Recreation 
Club, Ellis Court, Leeds City Station, at 
7 p.m. Paper on “ Electrification 
work,”’ by Mr. A. I. Emerson, Assistant 
to Chief Civil Engineer, York. 

December 2 (Wed.).—Institution of Railway 
Signal Engineers, London Section, at the 
Institution of Electrical Engineers, Savoy 
Place, W.C.2, at 6 p.m. Paper on 
** Measurement of wagon resistance in 
marshalling yards,” by Mr. D. R. 
Turner, British Railways Research 
Centre. 

December 2 (Wed.).—Peterborough Tech- 
nical College, Railway Discussion Group 
at Eastfield Road, at 6.45 p.m. Paper 
on * Travel,” by Mr. H. Hudson. 

December 2 (Wed.).—Institute of Traffic 
administration, London Centre, at the 
Caxton Hall, Westminster, S.W.1, at 
7.15 p.m. Paper on “ Materials handling 
in transport,” by Mr. K. H. Ward. 

December 3 (7hu.).—British Railways, West- 
ern Region, London Lecture & Debating 
Society, in the Headquarters Staff 
Dining Club, Bishop’s Bridge Road, 
Paddington, W.2, at 5.45 p.m. Notes on 
a visit to the U.S.S.R., illustrated, by 
Mr. L. W. Ibbotson, Assistant General 
Manager (Modernisation). 

December 3 (Thu.).—South Wales & Mon- 
mouthshire Railways & Docks Lecture 
& Debating Society, Newport Branch, 
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in the Dining Rooms, Newport High 
Street Station, at 6.45 p.m. Joint 
debate with the Bristol Society—‘* That 
service is more important than rate in 
attracting traffic.” 

December 3 (7hu.).—Institute of Transport, 
Leicester Group, in the Empire Lounge, 
Tower Vaults, Humberstone Gate, a 
7.30 p.m. Open night and film show. 

December 4 (Fri.).—The Railway Club, at 
the Royal Scottish Corporation, Fetter 
Lane, E.C.4, at 7 p.m. Paper on “* My 
personal railway reminiscences, 1899- 
1959,” by Mr. M. D. Greville. 

December 4 (Fri.).—Institute of Transport, 
Western Section, at the Docks Office, 
Bristol, at 1.15 p.m. Paper on “ Pro- 
ductivity in transport,” by Mr. K. G. 
Kenrick, Associated Industrial Con- 
sultants Limited. 

December 7 (Mon.).—Institute of Transport, 
Metropolitan Section, at 80, Portland 
Place, W.1, at 5.30 for 6 p.m. Annual 
general meeting and paper on “ Trans- 
port history for transport men,” by 
Mr. R. M. Robbins. 

December 7 (Mon.).—Institution of Railway 
Signal Engineers, Bristol Section, at 
Temple Meads Station, Bristol, at 
6 p.m. Paper on ** Modern trends in 
hump yard engineering,” by Mr. V. K. 
Openshaw, British Railways, Western 
Region, and Mr. B. H. Grose, Westing- 
house Brake & Signal Co. Ltd. 


December 7 (Mon.).—Railway Correspon- 
dence & Travel Society, Northampton 
Branch, at the Liberal Club, Castilian 
Street, Northampton, at 7.30 p.m. 
Paper on “* The electrification of British 
Railways,’ by Mr. R. Bugler. 

December 7 (Mon.).—Railway Correspon- 
dence & Travel Society, West Midlands 
Branch, at the Exchange & Engineering 
Centre, Stephenson Place, Birming- 
ham, at 7.15 p.m. ‘ A film miscellany ” 
presented by Mr. J. B. C. McCann. 

December 8 (Tue.).—Railway Correspon- 
dence & Travel Society, East Midlands 
Branch, at the N.C.S. Guild Room, 
Toll Street, Nottingham, at 7.30 p.m. 
Paper on “Current railway develop- 
ments,” by Mr. C. Wills, B.T.C. Head- 
quarters, London. 

December 8 (7ue.).—Permanent Way Insti- 
tution, York Section, at the Railway 
Institute, York, at 6.45 p.m. Annual 
general meeting, followed by short 
papers. 

December 8 (Tue.).—Institution of Rail- 
way Signal Engineers, York Section, 
at the Signalling School, Toft Green, 
York, at 5.30 p.m. Paper on “ The 
problems of a District Traffic Superin- 
tendent’s Inspector,” by Mr. H. Black- 
burn. 

December 10 (Thu.).—British Railways, 
London Midland Region, Lecture & 
Debating Society, in the Clerical Staff 
Dining Club, Cardington Street, Euston, 
N.W.1, at 5.45 p.m. Paper on “ The 
work of the civil engineering depart- 
ment,”’ by Mr. A. N. Butland. 

December 10 (7hu.).—Institution of Elec- 
trical Engineers, at Savoy Place, Lon- 
don, W.C.2, at 5.30 p.m. Paper on 
‘““The characteristics and protection 
of semi-conductor rectifiers,’ by Mr. 
D. B. Corbyn and Mr. N. R. Potter. 

December 10 (Thu.).—Institute of Trans- 
port, Northampton Group, at the 
United Counties Offices, Houghton 
Road, Northampton, at 7 p.m. “ Come 
with me to Copenhagen.” An account 
by Mr. J. T. E. Robinson of the visit of 
the Institute of Transport to Denmark. 
Illustrated by films and slides. 
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Railway Stock Market 


Uncertain conditions have prevailed jp 
stock markets, with profit-taking more jn 
evidence and declines predominated jin ~ 
industrial shares, though they were mostly 
moderate and good features were not lacking, 
Sentiment has been affected to some extent 
by request by the Chancellor of the Exchequer 
to industry to lower prices when possible, 
It is realised that this is to keep inflation 
in check, but lower prices also mean that 
industry faces a period of lower profit margins 
and increased competition. There are wide- 
spread hopes of tax concessions in the next 
Budget, and the City remains confident that 
dividends ar elikely to show an upward trend, 
This assumption is the basis of the big rise 
in share values in recent weeks. Some shares 
may very well have risen too far, and it is 
not surprising that demand has recently 
become much more selective. 

Foreign rails showed few movements, 
apart from a reaction in Antofagasta follow- 
ing their recent advance, the ordinary stock 
coming back from 20} a week ago to 1834, 
and the preference stock from 34} to 303. 
The 5 per cent Bolivia debentures remained 
at 94}. 

Canadian Pacifics have eased from $46$ to 
$464, but on the other hand, the 4 per cent 
preference stock moved up from 60} to 624 
and the 4 per cent debentures were quite well 
maintained at 67. White Pass shares 
shrengthened to $133. 

Costa Rica ordinary stock was again 
quoted at 214, Paraguay Central prior 
debentures at 184. Chilean Northern first 
debentures at 60. In other directions, Inter- 
national of Central America shares eased 
from $25} to $234 and the preferred stock 
from $1124 to $1094. Guayaquil & Quito 
assented bonds changed hands down to 78. 

Elsewhere, Nyasaland Railways shares 
and 34 per cent.debentures have been 
maintained at 10s. 6d. and 54 respectively. 

Brazil Railway bonds were 7s., San Paulo 
Railway 3s. units have strengthened from 
Is. 6d. to 1s. 74d. and United of Havana 
second income stock remained at 6 with the 
consolidated stock at 1. 

The easier trend in markets was reflected 
by shares of locomotive builders, engineers, 
and kindred companies. Westinghouse 
Brake, for instance, were back to 5ls. 6d. 
compared with 52s. 9d. a week ago, and 
Beyer Peacock 5s. shares eased slightly to 
8s. 10d. Charles Roberts 5s. shares continued 
more active, but at 18s. 44d. have again 
eased; a week ago the price was 18s. 104d. 
North British Locomotive 5s. shares eased 
from 9s. to 8s. 9d., Pollard Bearing 4s, 
shares came back from 35s. 9d. to 35s. and 
Ransomes & Marles 5s. shares from 26s. 3d. 
to 25s. 6d. G. D. Peters moved up to 
20s. 74d. 

Gloucester Wagon 10s. shares were good 
with a rise on balance from 15s. 3d. to 
16s. 3d. and Wagon Repairs 5s. shares were 
10s. 3d. compared with 9s. 6d. a week ago. 
Birmingham Wagon were also higher on 
balance at 31s. 3d. compared with 30s. 
Ruston & Hornsby have strengthened to 
26s., but Pressed Steel Ss. shares, although 
active, reacted after last week’s advance 
from 40s. 74d. to 44s. 74d. and were back 
to 41s. On the other hand, Dowty Group 
10s. shares have risen on balance from 
41s. 9d. to 45s. 3d. 

Birmid Industries were 105s. 3d., Newton 
Chambers 83s. 9d., Renold Chain 53s. 9d. 
and Stone-Platt Industries 61s. 3d., while 
Tube Investments were firm at 119s. 6d. 
after publication of the annual report. 
B.I. Cables were 52s. 9d. 

Associated Electrical declined from 64s. 9d. 
a week ago to 61s. 6d., English Electric from 
46s. 9d. to 44s. 6d., but General Electric were 
higher on balance at 43s. 6d. compared with 
42s. 9d. 








